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| The “H-B” Life Guard was awarded the highest rating of any guard at the official tests 
_ of the Public Service Commission of New York in September, 1908. In one year 
: 10,000 ‘“H-B” Life Guards have been sold and are now in successful operation. They 
are standard on some of the largest systems in the United States. We have 
complete records—which will be furnished on application—of what the guard has 
done in that time; there are about 78 successful pick-ups. The maintenance 
ee charges have been exceedingly low and no complaints of any nature have 
been received from its users. From the above record we think we 
are safe in stating that no device or equipment of an electric 
railway [car has ever been so strongly endorsed and so quickly 
and largely adopted as the “H-B” Life Guard. 


“Another thing in its favor is that in making’ ,the pick- 


ups it apparently does not injure the person picked up.”’ 
J. A. Roosevelt, Gen. Supt. of Third Avenue R. R., New York. 
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Annual Reports of Commissions 

Reports of two of the principal commissions of the country 
having jurisdiction over electric railways are presented in 
abstract in this issue. The most important feature of the report 
of the New York Public Service Commission, First- District, 
is the recommendation as to legislation concerning the railroad 
law and the public service commissions law. Concerning the 
existing railroad law the commission would evidently like an 
amendment that would give it clear authority over the subject 
of transfers on surface lines. The commission appears to 
believe that amendments of the Public Service Commission’s 
law are necessary in order to accomplish the original intent of 
the law. It states that the phraseology employed in several 
important respects has nullified the general purposes of the 
enactment. The completion of 40 years of service by the 
present Massachusetts Board of Railroad Commissioners is 
made the occasion for a brief review of the increase of mileage, 
capitalization, etc., of the properties over which jurisdiction is 
exercised. It is suggested by the board that power be given to 
order the installation of safety devices or other changes that 
This would substitute 


mandatory for recommendatory powers in respect to the ques- 


promise increased safety in operation. 


tions of operation involved. 


The Proper Type of Car for Short Interurban Roads 

In theory, the type of car chosen by an interurban line is sup- 
posed to be the outcome of a long study of speeds, stops per 
mile, power equipment, schedules, seating capacity, etc. In 
practice the problem often is solved summarily by taking a 
group of well-worn cars from some allied system or going to 
the other extreme of purchasing a lot of luxurious over- 
powered cars, the chief merit of which is their advertising 
value. At this time there are quite a number of interurban 
lines ranging in length from 20 miles to 40 miles which give 
a similar service, yet the rolling stock embraces everything 
from the ordinary city car to the 60-ft. interurban. Usually 
if the interurban railway is built as a branch of the city system, 
the management naturally will give the larger city cars a trial 
on the new road before investing in strictly interurban coaches. 
Experience has shown in many of these cases that a well-built 
city car is perfectly capable of running 30 to 40 m.p.h. on good 
track and is certainly more economical than the large cars in 
current consumption per passenger carried. No good is to be 
gained in running big cars unless they are really needed, and in 
any event heavy travel could be handled by operating more 


_cars, either singly or in trains. 


The folly of using big cars for many short interurban rail- 
ways is illustrated by the case of a certain Eastern line which 
is about 25 miles-long. The road was opened as a cut-off be- 
tween two large towns and the management hoped to secure all 
the commercial travelers then using the more expensive and 


Vi pa 
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roundabout steam line. The’ great reduction in distance and 
cost via the new route would have attracted this class of riders 
in any event, but the promoters thought it necessary to buy the 
finest type of interurban rolling stock. Under these condi- 
tions the company bought only enough cars to maintain an 
hourly schedule which has easily sufficed to carry all the 
through business offered. On the other hand, the company 
could have worked up a-fine suburban development within the 
first 10 miles of its line if it has bought smaller cars and given 
a 15-minute service on that section alone. With the present 
large, high-powered cars it cannot afford to encourage a short- 
haul, frequent-stop Service and hence will be obliged to change 
its rolling stock standards entirely if it desires to get the full 


earning value of the line. 


Trespassing on Private Right-of-Way 

Special efforts are made occasionally by various railways, both 
electric and steam, to overcome the extensive and dangerous use 
of their private rights-of-way by trespassers. The practice of tres- 
passing is so liable to result in death or serious injury that the 
action of the railways, designed to lessen the unwarranted use 
of their tracks, is laudable, not only from the standpoint of their 
own interest, but from those of the community. Efforts of this 
represent the expenditure of considerable 


nature, however, 


time and money on the part of the companies, and it is therefore 


discouraging to find that when an attempt is made to measure 


the results of such movements, it is difficult, and sometimes im- 
possible, to trace them satisfactorily. One interurban company 
tried recently the experiment of having its motormen throw 
circular letters of warning to trespassers on private right-of- 
way, but subsequent inquiries among the trainmen made it un- 
certain whether sufficient notice was taken by the trespassers 
It may be stated that if the 


movements of this. nature deter any number of people, no 


to compensate for the effort. 


matter how small, from following the dangerous habit of walk- 
ing on private rights-of-way, some good will have been done, 
but it is evident that steps of this character, when initiated by 
railways, deserve the cordial support of newspapers and in- 
fluential organizations. The Railroad Commission of Indiana 
has not lessened the activity of its campaign to eliminate this 
source of trouble and its work has been effective in directing 
wide-spread attention in that State to an evil which should be 
abolished. 


Sectionalizing Distribution Lines 
We discussed in these columns recently the question of the 


practical value of insurance against breakdown by duplication 
in substation switchboard and machinery, and expressed doubt 
as to whether the costly methods frequently employed were 
The 
same question arises with duplication to insure against break- 
down in the case of the distribution system and has a present 


warranted from an economic or engineering standpoint. 


application because of a suggested arrangement for sectional- 
izing the trolley and high potential transmission lines of a pro- 
posed long interurban single-phase road. On this road the 
trolley wire is divided into eight sections which are connected 
in series by time limit relay circuit-breakers, The trolley sec- 
tions, grouped in four pairs, will be fed at the common points 
by duplicate stepdown transforming and switching apparatus. 
Each station will in turn be connected with the power house 


by an independent single-phase transmission line. The Separate 
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transmission lines for feeding the four stepdown transformer 
stations will probably be equipped at suitable points with line 
switches so that in event of breakage or leakage on one circuit 
its load may be transferred to a neighbor and thus-it will 
rarely be necessary to cut the current off the line when 
making repairs to the high-tension transmission system. It 
should be stated that the road is designed for 24-hour traffic 
and these elaborate precautions may be necessary in the opinion 
of the consulting engineers for this reason, but we believe local 
conditions must be more than usually imperative to make such 
a plan as that outlined justifiable |. 

The plan emphasizes the fact, however, that engineers can 
well give greater attention to the efficient performance of the 
distribution systems of their railways than is often the case. 
While we are somewhat sceptical of the value of great refine- 
ments in sectionalization, we have no doubts as to the import- 
ance of careful design in laying out a distribution system, or 
of the economy of having plenty of feeder capacity. A reen- 
forcement or a reorganization of the distribution system is one. 
of the first matters to be undertaken after a revival of traffic, 
such as many roads are now enjoying, but too often it is the ~ 
last. The necessity for it is perhaps not quite so apparent as in 
the case of overloaded generators and cars or worn-out track, 
or perhaps it would be more correct to say that improvement to 
the distribution system can be more easily postponed without 
immediately’ disastrous results. But an overloaded feeder, or 
an inadequate return system, constitutes a continuous drain 
upon the power station and throws a burden upon the motors, 
which they ought not to be called upon to bear, besides dissipat- 
ing energy in the final form into which it has been transformed 
in the power station. | 


Loose Ends in Maintenance Work 
In the maintenance of apparatus having a multitude of 


detail parts constant vigilance is necessary to avoid the occur- 
rence of operating troubles arising from defects in minor 


features of the equipment. This is forcibly emphasized in the J 
case of electric railway rolling stock. One particular “loose é 
end” in maintenance work which often causes repeated trouble a 
is the failure of car-house employees, inspectors and others in i 


close touch with the causes of car defects on the tracks to 
make sufficiently detailed reports of the conditions surrounding 
each trouble observed. For instance, a simple report “coil 
grounded” is an inadequate one in a case where the insulation 
of such a coil shows that the covering is injured more at the 
middle than at the ends. The natural inference in such a case 
would be that trouble existed between the core and the motor 
pole pieces, and if an armature rubs and is then grounded, a 
proper report should state the cause of the faulty clearance. 
nee tendency is bapa ie. a busy maintenance man ee make i. 


facts are ane Fs tepair work done may have to be r ic 
peated and the company may find it difficult to study i inc a 
detail the fitness of specific apparatus for its service. — 

Another small matter which is often the source of ti 
is the detachment of traveling records from arma’ 
bodies or other equipment. In some companies wher 
“nature is removed from a motor for repairs and sen 
car honse to a shop, a ecard is also sent with ‘thes 
giving the history of it with reference to repairs an L 


ot & period of many months. Wheel mileage 
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ulated in the same manner. Unless cards so used are kept 
in close association with the equipment which they cover, judg- 
ment on the qualities of apparatus becomes inaccurate through 
the lack of quantitative data, and the determination of costs 
suffers, 

Two other points may be mentioned in illustrating the im- 
portance of the little things in operation. Before gears are 
bored out and finished they are put together with small pieces 
of tin between the halves, later being bored out to the axle 
size with as close a fit as possible. If the pieces of tin are left 
between the halves through oversight in the shop or on account 
of haste it is impossible to get a proper clamping fit when the 
gear goes upon the shaft, and the resulting looseness is most 
objectionable. In boring out a gear, a feathery edge is 
usually left between the halves as a result of the action of the 
tool, and unless this edge is cleaned off it militates against 
the halves coming properly together and may lead to mis- 
The second point relates 
When 


in the interests of economy and interchangeability a company 


adjustment and troubles in service. 
to the inspection of sign lights on single-color cars. 


decides to paint all its cars alike the sign question becomes of 
even more importance than in cases where different colors 
indicate destinations and routes. Whenever a single color car 
leaves a car house, therefore, it is of paramount importance 
to ascertain that the sign lights are clean and free from burned- 
out filaments; that their working is not interefered with by 
the handling of the trolley cord and that the destination indication 
is in every way unobscured. These points are obviously un- 
related, but they suggest the importance of perpetual vigilance 
in keeping car equipment up to the highest atch of efficient 


Service. 


sa et in the Association 
The personnel of the members of the different committees of 
the American Street & Interurban Railway Association are an- 
nounced in this issue, and the names themselves are a surety 
that valuable work will be accomplished by the association dur- 
ing the coming year. We could discuss at length the import- 
ance of the topics to be considered by the different committees 
and the ability of those to whom their investigation has been 
intrusted, but mean in this issue to refer only to the work of the 
two largest committees and the facts which their appointment 
indicate. We refer to the committee on active and associate 
membership. 
The number of members on both of the committees on mem- 
bership is much larger than that on any committee previously 
appointed by the association, and in their selection a geographi- 
cal plan has been followed. This will facilitate the work of 
each member, because he will know in advance just the field for 
which he is responsible, and all companies and individuals in 
‘that territory will understand to whom they can apply for in- 
os formation as to the benefits which they will derive from mem- 
. bership in the association. No such comprehensive plan has 
ever: before bere adopted by the association for increasing its 


- Aplan of this kind would not be warranted if ie association 
giving value received for membership, but a record of 
four ae since the association was teopsanized is 


no ulterior object to gain; 
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smaller company or an individual and the dues paid are nominal. 
It is true that it is also desirable for the association to in- 
crease its membership, partly because of the dues received, but 
still more because of the larger number of individuals which it 
thereby enlists in the general work. A vigorous campaign for 
membership, therefore, indicates not weakness, but strength in 
the merit of the proposition made to those who are not asso- 
ciated with the association. In the first place it shows that at 
least the members of the committee believe they have a good 
proposition to submit to others, and from their standing in the 
industry their opinion is well worth consideration. They have 
their only purpose is the good of 
those to whom they suggest membership and the betterment of 
the industry at large. In the second place, the fact that a con- 
siderable number will undoubtedly join the association this 
year is in itself an argument for others to join now, because the 
larger the association and its revenues, the greater its value to 
its members. 

A novel feature of the organization of the committee on asso- 
ciate membership is that a similar committee with the same 
number and same territorial distribution is being organized by 
the Manufacturers’ Association, so that there will be a represen- 
tative in each territorial subdivision to whom members of rail- 
way companies or outside firms and corporations can apply if 
they wish to join the association as associate members. 

The question is sometimes raised, and it is a legitimate one, 
as to the advantages which officials of a member-company 
secure by joining as associate members. It might appear at 
first sight that because they already have the privilege of at- 
tending the conventions of the various associations and be- 
cause their company receives one or more copies of the pro- 
ceedings of the association there is not the same reason for 
their joining the association as if their company was not a 
member. In a sense this is true, but it does not tell the whole 
story. ‘There is a satisfaction in the individual recognition of 
each associate member by the association, which does not come 
from company membership, and there are also more substantial 
benefits which, 


worth more than the fee of $5 per year required for associate 


in the opinion of a great many officials, are 


membership. One of these, of course, is the receipt and indi- 
vidual possession of the bound copy of the proceedings of the 
association with which the associate member has allied him- 
self. 
association. 
ciation. The pin not only is a badge of personal loyalty to the 
members of the association, but, like the pin of any fraternal 


The second is the privilege of wearing the pin of the 
This is confined to associate members of the asso- 


body, gives a sense of comradeship with others who wear it. It 
also shows to the outsiders who know the significance of the 
badge the fact that the wearer is allied with the electric rail- 
way industry, and to those who are not acquainted with it, gives 
the person who possesses it an opportunity of discussing the 
objects and purposes of the association. 

We have purposely confined these remarks to a discussion of 
the benefits to be derived by officials of member-companies in 
joining the association as associate members. Undoubtedly 
still others could be given than those mentioned above, but 
the question is raised so often on this point that it is worth 
while to speak of it at the time of the announcement of the 
committee on associate membership. To those who are in- 
terested in the industry, but are not connected with member- 


companies, there are many other advantages. 
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LARGE CARS BUILT BY THE KEY ROUTE, OAKLAND, CAL. 


A brief account of 16 unusually long cars being built by the 
San Francisco, Oakland & San José Consolidated Railway, 
popularly known as the “Key Route,” was presented in the 
twenty-fifth anniversary issue of the Evectric RaILway Jour- 
NAL, dated Oct. 2, 1900. At the time this article appeared 
these cars were in process of construction in the railway 
company’s shops. The new cars have been completed re- 
cently, and are now operating very satisfactorily. Probably 
the most interesting feature of these new cars is their 
extreme length of 7o ft. over couplers. The service of this 
road is operated with trains of from 5 to I0 cars, each 
running on short headway between Oakland and _ several 
néarby cities located on the east side of San Francisco Bay 
and a ferry terminal at the west end of a pier extending 
3 miles from Oakland into the bay toward San Francisco. 
At morning and night it is necessary to handle especially heavy 
peak loads, and therefore long cars with generous standing 
room space are desirable. The standard motor car operated in 
the suburban service of the Key Route is 60 ft. long, built 
largely according to steam-railroad coach design. - At first the 
new cars will be operated as trailers mixed in trains with motor 
cars handled with type M control. The trains are made up so 
that there is never less than the capacity of one GE-66 motor 
per car. 

The new cars, including the trucks and all castings, were 
designed and built in the Oakland shops of the Key Route. As 
shown in the accompanying plan and elevation, the body length 
of these cars is 55 ft. 10 in. over bulkheads. The vestibules are 
6 ft. long and built practically as a part of the main body struc- 
ture. End doors are provided for passage from car to-car, and 
the platforms are equipped with Gould steel buffers and stand- 
ard M. C. B. couplers. The underframing of the car body 
comprises 7-in. channel-iron side sills filled and reinforced with 
8 in. of wood; 7-in. 20-lb. I-beam center sills blocked 6 in. be- 


tween flanges and 4%-in. x 534-in. wooden intermediate sills ~ 


reinforced with steel plates. The underframing is tied to- 
gether with cross-ties spaced 3 ft. 2 in. on centers. The width 
over sills ‘is 8 ft. 8% in. 

Platforms with step openings 4 ft. 43@ in. wide in the clear 
are provided at both ends of all cars. The platforms are sup- 
ported by the center and intermediate sills, and the principal 
members are substantially reinforced with plates at the points 
of maximum stress. The platform floors are on a level with 
the car floor, and are reached by three steps of 11 in. rise each 
and a rise of 15 in. from the level of the top of the rail to the 


top of the first step. The top of the bumper i 
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steadily at high speeds without undue shocks at starting and 
stopping. The close coupling of the cars does away with the 
usual discomfort experienced by passengers on loosely coupled 
trains, and passage from car to car is rendered safe. An ac- 
companying illustration shows the ends of two car platforms 
as coupled. In addition to the spring buffer platforms and the 
M. C. B. couplers, the other coupling connections include two 


Key Route Cars—Interior View 


safety chains, motor control cables, bus cable and hose for the 
brake reservoir, air-brake, train and air signal line. 

The sliding gate used at the step opening is another detail 
that has been carefully worked out. After experience with 
heavy gates a light wire mesh carried in an iron frame has 
been adopted. This gate is supported from below by rollers 


in, which ride on an angle iron under the edge of the step and the 
3-in, top is guided by means of a channel held against the side of 

the car, The gates do not lock shut, but in the closed position 
drop into depressions in the carriers and at the same time en- 
gage V-shaped fittings at the corner vestibule posts. These 
vitings are a part of the grab handles. Illumination of the 


above the rails, and the curved headbloc! 
plank sheathed with %4-in iron, 

The means of coupling-and the arrangen 
used on this road are worthy of mention 
are coupled s 


nt of the buffers 
ice the cats 


h- ate ei ‘ : 
> that they operate very factorily,” runnine 
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steps is provided by incandescent lamps carried under the 
stanchion which divides the steps midway. Additional illumi- 
nation is provided by lamps supported under the headblock. 
These lamps serve to illuminate the ground about the steps and 
are favored as a means of reducing boarding and alighting ac- 
cidents, as well as facilitating night traffic by making it possible 
for passengers to see where they step when leaving the car. 
The 16 new car bodies are mounted on trucks built in the 
company’s shops. These trucks are of the M. C. B. type, with 
36-in., 912-lb. Midvale rolled steel wheels. A saving in weight 
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Key Route Cars—Details of Framing 


ross Sectton near Needle Beari~ 


mil power bus is installed from end to end of each car, and all 
cars are provided with bus couplers, so that all the motors in 
a train may receive power from the trolley on any car. 
Because of the comparatively short run from the ferry ter- 
minal to the end of any of the five branches of this road, it was 
deemed unnecessary to build the side framing so that the win- 
dows would raise. The omission of this feature in connection 
with the windows made possible a considerable saving in weight 
in the car body and economy in the cost of construction. The 
side framing also is narrower than it would be if the windows 


Key Route Cars—Sliding Platform Gates 


were movable, and thus the overall width of the car was re- 
duced somewhat without decreasing the available interior space. 
The interior of the car-body is finished in natural mahogany. 
Illumination is provided by four arc lamps in the body of the 


2 \E car and a series of six incandescent lamps on each platform, 
iE | i which series includes two lamps in the vestibule deck, two. di- 
oo) X a rectly above the steps and two under the bumper block. 

-SEE VENTILATION 


The ventilation of these cars, which have stationary deck 
sash as well as stationary windows, is effected by four Globe 


TOO 


ventilators. One ventilator is installed in the side of the ex- 
tended monitor over each corner of the car. These ventilators 
are 10 in. in diameter and are connected by sheet-steel ducts 
with ornamental openings in the ends of the clerestory. While 


the train is moving the ventilators draw the vitiated air through 
the openings in the ends of the clerestory and discharge it out- 
side. 
car are made adjustable. 


To insure circulation, two deck sash at the center of the 
The use of stationary deck sash 


Key Route Cars—Train Connections 


reduces the breakage of glass and largely prevents any damage 
that might be caused by the leakage of rain. 

These 70-ft. cars with bodies 55 ft. 10 in. long have a seating 
capacity for 88 passengers and a generous amount of standing 
room. An idea of the capacity of one of the cars for handling 
peak loads is obtained from the statement that on one occasion 
300 passengers were carried on one car. It is said that 200 
passengers are not an exceptional load. As these cars were 
completed they were weighed, and the average of the actual 
weight was found to be 58,800 lb., or 668 lb. per passenger seat. 
This figure, of course, does not include any motor equipment. 
If the amount of electrical equipment necessary to operate one 
car as usually connected for train service is considered as 9000 
lb., the weight per passenger is 770 lb., which is thought to be 
low for the class of service in which these cars operate. The 
large amount of standing room afforded by large aisles and 

‘platforms reduces the weight per passenger carried to a very 
low figure. 

Acknowledgment is made to J. Q. Brown, assistant general 


manager and engineer, San Francisco, Oakland & San José- 


Key Route Cars—M.C.B. Type Truck 


Consolidated Railway, for information used in the preparation 
of this article. Mr. Brown has stated that these cars, although 
of unusual length and capacity, are proving to be successful, 
and are much appreciated by the public on account of the con- 
venience and comfort which they afford. 
ance will be noticed from the illustrations. 


Their fine 


appear- 


The Toronto National Exhibition Associatic: 
cessful in inducing Louis Brennan, inventor of 
car, to make an exhibition of his system at the 7 
sition to be held in September, 1910. A short seciin» 
will be constructed and a nominal fee charged for ritti-: 
the railway. 
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ANNUAL REPORT OF THE MASSACHUSETTS RAILROAD 
COMMISSION 


The annual report of the Massachusetts Railroad Commis- 
sion for the year ended Sept. 30, 1909, was submitted. to the 
State Legislature which convened on Jan. 5. An abstract of 
some of the features of the report follows: 

The present commission has completed 40 years of service 
in the State. The report briefly reviews some of the more° 
important tasks of the commission during this period. When 
the board commenced its duties, in 1869, 22 horse railroads 
were operated in the State, with a paid in capital of $4,649,930 
and debts of $962,573. There are now 2,869 miles of street rail- 
way single track with a total capital of $80,728,880, and a total 
funded and floating debt of $87,899,271. 

The original members of the board were embarrassed for 
means of enforcing their decisions. Forty years of service 
have proved, however, that while on many occasions an exer- 
cise of the recommendatory powers of the board is quite suffi- 
cient to secure needed changes in facilities and operation, 
there are certain cases, such as the equipment of railroads and 
railways with safety devices, where the power should be and 
has been given to the board to directly order the installation 
of such devices or other changes which look to the safety of 
the traveling public or of employees. The powers placed in 
the hands of the board in relation to the issue of stock and 
bonds are of the broadest character, and are to-day possessed 
by the commissions of less than six States in the Union. In 
the first year of the board’s service 140 cases occupied its at- 
tention. Last year 709 cases were heard. 

The board has acted favorably upon five petitions for issues 
of preferred stock by street railway companies. The attorney- 
general of the State was requested to give his opinion whether 
a street railway company organized under the laws of Massa- 
chusetts could issue preferred stock under the provisions of 
this act, and his report was affirmative. The board states that 
if peculiar reasons exist for the passage of special legislation 
permitting a company to issue bonds in excess of its capital 
stock (as in the case of the Connecticut Valley Street Railway 
Company), it is reasonable to assume that similar conditions 
may arise in the case of some other company, and that the 
passage of general rather than special laws is to be desired. 

The actual construction of the Cambridge subway by the 
Boston Elevated Railway was begun in August, 1909, according 
to plans approved by the board. The work is now in full prog- 
ress and on Dec. 20 the company reported that 1575 ft. of the 
subway had been completed. The Forest Hills elevated ex- 
tension in Boston was opened by authority of the commission 
in November. Revised plans for the Malden extension of the 
Boston Elevated system are now before the board. 

In its last annual report the board called the attention of 
the Legislature to the fact that the constitutionality of the act — 
relative to the transportation by street and elevated railway — 
companies, of pupils of the public day and evening schools and 
private schools had been put in issue by the Boston & Northern ? 
Street Railway, and that the board had referred the matter to 
the attorney-general of the State, During the present year a rae 
further question has arisen with respect to the application of 
the half-fare provisions to both day and evening pupils of the ny 
industrial schools, so-called. In the opinion of the board such — me 
pupils are not within the provisions of this act. : 

Special reports to be made by the board to the Lesisiere 
of roro will cover a number of important transportation ma a 
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Railway c i proposed tunnels and subways in Boston; 
‘« Eastern Electric Railroad tunnel and s 
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Boston system. Of the 78 companies at the end of the year, 
59 operated their railways; 16 were operated under leases or 
contract agreements, and three had organized and paid in a 
portion of their capital stock, but had not begun construc- 
tion. The net increase in new mileage during the past year in 
Massachusetts electric railway lines was 4.656 miles of track 
and 6.05 miles of second track, making 10.706 miles of addi- 
tional main track. There was also a net increase of 16.764 
miles of side track, making a total net increase of 27.47 miles 
of single track. The Massachusetts companies now own 
2,238.501 miles of street railway line, 447.092 miles of second 
main track, and 183.464 miles of side track, making a total 
single track length of 2,869.057 miles, exclusive of 3.2 miles 
of the Rhode Island Company, from which no return was re- 
ceived. All the track owned is surface street railway track, 
with the exception of 9.983 miles of elevated line and 9.809 
miles of elevated second track. There are 4.295 miles of 
elevated side track, All the elevated track in-the State is 
located in Boston. 

The Boston & Northern Street Railway now leases the 
Nashua company, having 14.898 miles of track located in New 
Hampshire; and the Old Colony leases and operates the New- 
port & Fall River, having 20.632 miles, located in Rhode Island. 
There are now 35.530 miles of track operated outside the State. 
There was a gain of 27.47 miles of single track during the year. 

The gross receipts of the street railways on Sept. 30 last were 
$177,745,988, an increase of $7,591,079 over 1908. The gross 
Jiabilities, including capital stock but not sinking and other 
funds, were $168,628,151. The surplus was $9,117,837, or 11.29 
per cent of the capital stock. The aggregate capital stock of 
the 78 companies was $80,728,880. The total amount of divi- 
dends declared was $4,120,223—an increase of $432,570 over 
1908. Forty out of the 81 companies paid dividends ranging 
from 2 to Io per cent, and 4rt companies paid no dividends. 
The average rate of dividend was 5.1 per cent. 

The average cost of the street railways of the State per mile 
of main track, was: Construction, $31,746.92; equipment, $11,- 
076.17; lands, buildings, parks, power plants and other per- 
manent property, $15,757.48; total, $58,580.57, compared with 
$57,676.62 a year ago. The total income of the companies for 
the year was $33,657,478, and the total expenses, including divi- 
dends, were $33,250,154, giving a net surplus of $407,324. The 
cost of operation alone was $20,915,728. 

The total number of passengers carried, computed on a 5-cent 
fare basis, was 624,532,753, compared with 602,400,874 in 1908. 
The total car mileage was 117,493,499, compared with 116,982,- 
o89 a year ago. 

Operating expenses amounted to 65.45 per cent of the gross 
earnings, representing a reduction in the operating ratio of 
about 1.3 per cent over the previous year. 

Gross earnings per mile of track were $11,809, and the net 
earnings, $4,111, compared with $11,507 and $3,828 a year ago. 

Gross earnings per car-mile were 27.19 cents and the oper- 
ating expenses 17.8 cents, leaving net earnings of 9.39. cents. 
The net earnings in 1908 per car-mile were 8.75 cents. 

The average gross revenue per passenger was 5.12 cents and 
the operating expense, 3.35 cents, leaving net earnings of 1.77 
cents. 

The number of employees increased from 17,267 in 1908 to 
17,575 in 1909. The number of cars decreased from 7618 to 
7546, and the motors owned were 16,649 in 1908 and 16,526 
in 1909. ; 

The number of persons injured was 6,003, of whom 80 re- 
ceived fatal injuries. The number of passengers injured was 
4,300, of whom 17 were fatally hurt. The number of em- 
ployees injured was 292, of which 21 were fatal injuries. The 
number of injuries to travelers and others on the street was 
1351, of which 51 were fatal. These figures include a very 
large number of injuries of a trivial character which have been 
returned by the companies. Altogether there have been in- 
jured, fatally and otherwise, 25 less passengers, 7 less employees, 
and 158 less travelers and other persons, making 190 less acci- 
dents in 1909 than in the preceding year. 
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THE VISALIA FIFTEEN-CYCLE SINGLE-PHASE RAILWAY 


The first purely single-phase, 15-cycle railway in the United 
States is the Visalia Electric Railroad, running from Visalia 
to Lemon Cove, in California, which has now completed two 
years of successful operation. For 10 miles, between Visalia 
and Exeter, the electric railway traverses the main track of 
the Southern Pacific Railroad, which has been electrified over 
this section by the addition of rail bonds and the 3300-volt 
trolley. Twelye miles farther, from Exeter to Lemon Cove, 
a new roadbed has been constructed, making the total length 
of the Visalia-Lemon Cove electrified route 22 miles. The 
road is single tracked throughout, with the exception of the 
switching and freight yards at Visalia, Exeter and Lemon 
Cove. The trolley construction is of the single catenary type 
suspended from brackets on poles spaced 120 ft. apart. 

Ground was broken for the Exeter and Lemon Cove ex- 
tension in March, 1905, and the road was operated by steam 
locomotives in December, 1905. In March, 1908, the steam 
service was discontinued, and since then the road’ has been 
operated by electricity. From Visalia to Exeter the country is 
practically level. Between Exeter and Lemon Cove the land is 
of a rolling nature, but the maximum gradient on the road 
has been kept down to 0.9 per cent, and the curves are of long 


’ 


Visalia Single-Phase Railway—Locomotive 


radius. The worst conditions are.met on a combined to-deg. 
curve on a 0.9 per cent grade. 


TRANSMISSION AND CONVERSION APPARATUS 


For this electrification three-phase, 60-cycle power is pur- 
chased at 35,000 volts from the Mt. Whitney Power Company, 
which operates a hydro-electric generating plant on the Ke- 
weah River. At the Exeter substation, located nearly at the 
center of the present railway line, the 60-cycle power is stepped 
down to 2200 volts, and then converted to 15-cycle, 11,000-volt, 
single-phase current by a synchronous motor-generator set. 
From the main frequency changing substation at Exeter the 
t5-cycle, 11,000-volt feeder lines, made up of a pair of No. 4 
bare copper. conductors, transmit 8 miles in each direction to 
the substations on the Lemon Cove and Visalia divisions. 
Transformers in these stations reduce the 15-cycle, 11,000-volt, 
single-phase supply to the trolley pressure of 3300 volts. 

The frequency changer substation contains six 150-kw oil- 
insulated, water-cooled, 35,000-2200-volt, 60-cycle transform- 
ers and two two-bearing motor-generator sets, each composed 
of a 540-hp synchronous motor wound for 2200 volts, 60 cycles, 
with an induction motor for starting, direct-connected to a 375- 
kw rotating-field, single-phase alternator, delivering 11,000 
volts, 60-cycle current. The 60-cycle incoming transmission 
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line is protected by low-equivalent lightning arresters, complete 
with oil-insulated choke coils and disconnecting’ switches. 
Three 15-kw, 2200-200-volt, 60-cycle transformers are sup- 
plied for lighting service and for operating the motor-gen- 
erator exciter set. On the extended shafts of each ‘motor- 
generator set are mounted 125-volt d.c. generators, which fur- 
nish excitation current, in addition -to a similar dc. exciter 
driven by a three-phase, 60-cycle induction motor supplied from 
the incoming transmission lines. The outgoing T1,000-volt, 15- 
cycle feeder circuits are protected against lightning discharges 
by complete arrester apparatus, and are controlled by oil 
switches. The Exeter substation also feeds the trolley wire 
through two 300-kw, oil-insulated, self-cooling, 15-cycle, single- 
phase transformers, reducing the potential from-11,000 to- 3300 
volts. 

The two 15-cycle transforming substations, each located 
about 8 miles from Exeter in the direction of Lemon Cove 
and Visalia, respectively, contain a 300-kw, oil-insulated, water- 
cooled, 15-cycle, single-phase transformer, reducing from 11,000 
volts to the trolley pressure. Lightning protective apparatus, 
choke coils and high-tension circuit breakers are included in 
the 11,000-volt apparatus, while the 3300-volt trolley feeders 
are controlled by oil circuit breakers. 
paratus was furnished by the Westinghouse Electric & Manu- 
facturing Company. 

LINE AND ROLLING STOCK 


The 15-cycle, 3300-volt, single-phase trolley construction is 
of the single catenary bracket type, comprising a 7/16-in. steel 
messenger suspended from poles 120 ft. apart, and supporting 
No. 000 trolley wire. The redwood poles, 36 ft. long, are set 
6 ft. in concrete. 

The rolling stock comprises a 47-ton Baldwin-Westinghouse 
electric locomotive equipped with four 125-hp, series, compen- 
sated motors; four 40-ton passenger cars, each equipped with 
four 75-hp motors; two 28-ton trailer cars of construction 
similar to the motor cars. The cars and locomotives are all 
supplied with unit switch control and automatic air-brake equip- 
ment. The trailer cars as well as the motor cars are fitted 
with brake valves and master controllers, so that three-car 
trains can be operated from a trailer car at the head of the 
train if desired. The motor cars and locomotives are supplied 
with power through pantograph trolleys, and carry auto-trans- 
formers arranged with taps for reducing the trolley pressure 
to voltages suitable for supplying the motors, car lighting and 
air compressors. The motor cars have oil-insulated, self-cooled 
auto-transformers, while that on the locomotive is air-cooled 


Visalia Single-Phase Railway—Combination Passenger and 
Baggage Car 


from the motor-driven blower equipment 
forced ventilation of the motors. 

The 45-ton electric locomotive is of the 
class,. provided with car type of cab, and ‘has. the! following 
general’ over-all: dimensions: Length over bumpers, 29 ft; 
extreme width, 9 ft. 6 in.; height, rail to top of cab, rr ff 


furnished for. the 


double swivel truck 
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in.; rigid wheelbase, 7 ft. 4 in. With its four 125-hp motors 
connected to 36-in. wheels through a gear reduction of 66 to 17, 
this locomotive is capable of developing a continuous drawbar 
pull of 4500 Ib. at 20 m.p.h. on level track. The full-load draw- 
bar pull is 9000 Ib. at 17 m.p.h. on the level. The maximum 
starting drawbar pull is 17,000 lb. 

The capacity of each substation was designed to take care 
of the electric locomotive fully loaded, or one train of two 
motor cars and one trailer. In general service only single- 
motor cars are operated, without trailers; but when crowds 


Visalia Single-Phase Railway—Frequency Changer and 
Exciter 


are to be handled or the traffic conditions warrant, three-car 
trains, are run. As an operating test, a six-car train has been 
successfully operated over the entire system. "The maximum 
regular operating speed is 45 m.p.h., although a single-motor 
car has developed 62 m.p.h. The fast cars of the system run 
from. Visalia to Exeter in 23 minutes, and from Exeter to 
Lemon Cove in 21 minutes, equivalent to a schedule speed of 
31 m.p.h. ; 

A recent incident provides evidence of the ample tractive 
power of the locomotive. While doing some switching around 
the yard at Exeter, in order to get hold of a certain car it was 
necessary for the electric. locomotive to move a train of 40 
standard refrigerator cars standing in the way. Twenty-eight 
of these were loaded, making the total weight of the train 1044 
tons, which was handled and switched around the yards by the 
electric locomotive without special effort. 


POWER CONSUMPTION 
The following figutes will afford some idea of the economy 
with which this single-phase road is operating. During a 
period of 40 days over which readings were taken the average 
power consumption of the locomotive was 72.4 watt-hours per 
ton-mile. During 60 days the average output of the frequency 
changer substation was 70.25 watt-hours per ton-mile, although 
during: andther’ period of 30 days, when’ operating conditions 
were better,’ the average station output was 66.6 watt-hours 
per ton-mile. During 60 days of operation of the motor cars 
the actual powet cofsumption at the car: was found to be 55.9 
watt-hours per pF bts ; 


ACCIDENTS REDUCED BY PAY-AS- YOU-ENTER CARS IN 
CHICAGO 


The Chicage City Railway has compiled Comparative statistics 
of accidents before and after the introduction of. pay-as-you- 
enter cars on its principal lines. Comparing the period from 
Nov. 24, 1906, to Jan. 31, 1908, which included but two months’ 


operation, of pay-as-you-enter cars on one line only, with the ‘ 


period from Nov. 24, 1907,, to Jan, 31, 1909, during which pay- 
as-you-enter cars were in service on all trunk lines, the. number 


of boarding and alighting | accidents, accidents due to falling 
while the cars were rounding curves, and accidents to persons — 


stealing rides on cars was reduced 31.9 per cent. 


. 
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PRESENT AND PROPOSED BERLIN SUBWAYS 


The wonderful growth of Berlin in the last decade has led, to 
the formulation of a bewildering array of rapid transit schemes. 
The situation is rendered extremely complicated in a political 
sense also because the suburbs of Berlin are self-governed while 
the royal government itself cannot act in an entirely unbiased 
manner since it is the owner of the local steam lines. Hence, 
even if the municipalities agree upon a certain plan of con- 
struction and operation, the routes may have to be changed if 
the steam lines would be seriously affected. Furthermore, the 
Berlin municipality would have to reimburse the Great Berlin 
Street Railway Company for any traffic losses incurred through 
the building of competitive lines. 

PRESENT RAPID TRANSIT 

Outside of the Government’s steam lines, known as the Stadt- 
bahn, which passes through the center of the city on an ele- 
vated structure, Berlin now has but:one railway system besides 
the surface lines. This is the combined underground and. ele- 
vated, owned and operated by a company known as the Gesell- 
schaft fiir elektrische. Hoch-und-Untergrundbahnen. The line 
runs as a double-track route practically east and west, except 
for a one-station stub in the western end of the city and a 
northern branch in the central business district: Of the total 
route length of 17.8 km (11 miles) only the eastern, or work- 
ing, district section is elevated throughout. Through trains 
are operated over the triangular junction shown on the map be- 
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Map of Berlin, Showing Present Elevated-Subway Line 
and Other Routes Proposed or Under Construction 


tween the western stations to the northern terminal at Spittel- 
market and the eastern terminal at Warsaw Bridge; and also 
between Spittelmarket and Warsaw Bridge. No transfers, 
therefore, are necessary. In any event, there is little likeli- 
hood of boarding the wrong cars as the destination of the next 
train is always indicated by sliding metal signs hung out by 
the station despatcher. Each car also contains a conspicuous 
map of the system, so that a passenger can quickly rectify his 
mistake should he be on the wrong car. 

The cars, which have longitudinal seating throughout, have no 
platforms, but are entered by two side doors which usually are 
opened by the passengers and closed by station platform men. 
This door-opening practice is not as dangerous as it would be in 
the United States, as the German passenger has acquired the 
habit from traveling in the compartment cars on the steam rail- 
roads. Nevertheless, the absence of train guards makes the stops 
appreciably longer than they would otherwise be, especially in 

_ periods of heavy service. The drawback of the custom was very 
apparent on Aug. 28, 1908, when the expected arrival of Zeppe- 
lin’s airship at Berlin brought out vast numbers of people to 
coigns of vantage. On this occasion there were considerable de- 
Jays in starting the trains and even the well-drilled Berliner was 
in danger of riding second-class on a third-class ticket. An- 
other drawback to the rapid handling of large crowds arises 


ELECTRIC RAILWAY JOURNAL. 


103 


from the system of zone fares, because every passenger must 
stop to have his ticket punched on entering the platform and 
to have it collected when leaving his terminal station. 

The use of the zone-fare system on the Berlin rapid transit 
lines is in direct contrast to the practically universal 2%4-cent 
fare of the street-railway company. As a result it has been 
necessary to give a frequent service with two- to four-car 
trains, and even to include smoking cars or smoking compart- 
ments to induce the public to patronize the service. The fares 
are based on the number of station stops made after the first 
station has been left. When riding third class, the fares are as 
follows: Four stops, 2% cents; seven stops, 334 cents; I0 stops, 
5 cents; 13 stops, 6% cents; 16 stops, 714 cents. The correspond- 
ing second-class fares are: 334 cents, 5 cents, 714 cents, 8% 
cents and 114% cents. The only reductions from these fares are 
made on certain early trains, on which the highest third-class 
fare is 6% cents and the highest second-class fare 7% cents. 
As it has been found that these fares are rather high for Ber- 
lin conditions, it is proposed to modify the zone system in such 
a way that instead of charging 114 cents more for every three sta- 
tions, the additional charge will include more stations the fur- 
ther out the passenger rides. For instance, this addition could 
cover three stations in the first extra fare zone, four in the sec- 
ond, ‘five in the third, etc. One of the regulations of the com- 
pany permits passengers to have their money refunded for any 
delays exceeding 10 minutes. 

The experiment of having two classes of cars in city service 
was introduced because it was already in vogue on the local 
steam lines or Stadtbahn. While this provision satisfies the 
caste feeling of a portion of the public, it is hardly a financial 
success, for not more than 15 per cent to 20 per cent of the 
passengers pay the higher fare. As a matter of fact, the second- 
class cars on the eastern or workmen’s section are practically 
empty, so that the second-class cars have a great deal of dead 
mileage. Both classes of cars are clean and comfortable and 
offer no material difference except in the seating, which is of 
wood in the third-class and of leather in the second-class. Dur- 
ing 1908 the:company carried 44,639,029 passengers, an increase 
of:about 3,000,000 cover 1907.: The income for the later year 
was 5,763,306 marks ($1,440,849), an increase of $125,646. The 
heaviest traffic on any one day was 200,000 passengers. The 
total number- of train-miles in 1908 was 1,980,830, made up 
chiefly of three and four-car trains. According to Councillor 
Kemmann (retired), of Berlin, the density of travel was 4% 
passengers per car-kilometer (2.79 per car-mile), exceeding that 
of most of the *London underground railways. The rolling 
stock at the end of the year 1908 comprised 114 motor-cars and 
87 trailers, but 25 cars more were recently placed in service. 

It may be interesting to mention that about one-sixth of the 
cardboard fare tickets are sold through slot machines similar 
to the American chewing-gum delivery devices. Although the 
machines will respond to slugs or to other coins of like weight, 
the losses from this source do not amount to more than $37.50 
a year out of 7,500,000 sales, In one instance, where many slugs 
were being used at a certain station, the petty swindlers were 
caught in the following ingenious manner: The coin tube of 


the machine was prolonged so that the inserted piece would fall 


into a small room behind occupied by a watchman. As soon as 
a false coin or slug appeared, the watchman rang a bell and the 
malefactor was promptly captured by the nearest station guard. 


PROPOSED EXTENSIONS AND MUNICIPAL SUBWAYS 


The northern or Spittelmarket extension of the underground 
railway was opened in October, 1908, and permission has been 
obtained to extend this route northwesterly, as shown on the 
map previously mentioned. The authorities have also re- 
quested the company to four-track the section between the 
triangle and Wittenberg Platz, thereby changing the triangle 
into an ordinary crossing. 

This project is intimately connected with the recently started 
subway of the Wilmersdorf municipality for the tracks of the 
latter to join the underground railway company’s extension 
from Wittenberg Platz to Niirnberg Platz, as shown on the map. 
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The Wilmersdorf line is to run underground for 3.1 miles to 
Rastatter Platz, whence a shuttle service will be operated for 1.6 
miles. Thus this line will work in harmony with the present 
underground system and the tunnel and car dimensions will be 
practically alike. 

The municipality of Schoneberg is building a subway 2.17 
miles long which will run at first only to Nollendorf Platz, 
where there is an elevated station of the present rapid transit 
company. Should Schéneberg build a station at this site, passen- 
gers who desired to go down town would have to ascend over 
32 ft. No provision has been made for transfer or interchange 
of traffic at this point because the municipality could not be 
made to understand that the introduction of a connection point 
so far downtown would necessitate an extra charge by the 
private subway company on account of the mileage lost in 
bringing empty cars from the end of the line. 

The suburb of Charlottenburg also desires to have a subway, 
but is undecided whether it shall have a shuttle service or join 
the Schéneberg line at Nollendorf Platz and thence proceed 
downtown over a new and common route, which would termi- 
nate at Friedrichstrasse, a main thoroughfare. 

The Berlin municipality has received approval to build a 
north-south underground railway, which will be 5.11 miles long. 
It is proposed to have a wider tunnel than those used in the 
other projects. The cars will also be wider, and it is quite pos- 
sible that they will be furnished with automatic doors. The 
design of the Illinois Central car is being studied in this con- 
nection. The Berlin municipality is also planning a subway 
6.01 miles long to join the working districts of Rixdorf and 
Moabit. 


Bus = +0-D0- 
PAINTING FENDERS AND TRUCKS WITH AN AIR-BRUSH 


The accompanying illustration shows an economical method 
of painting fenders by coating them with a tar varnish as 
sprayed from an air brush at 80 lb. to 90 lb. pressure. The 
fender is set up under a hood which is provided with air-blow- 
ing connections for drawing up the varnish vapors. The air 
brush enables two men to paint 16 fenders an hour, as against 
three fenders painted by hand in the same time. The air 


Painting Car Fenders a Varnish Color with Compressed Air 


painting is also superior to the old hand method as there is 
no tendency for the ‘paint to gather in lumps. The varnish 
which gets by the grids is caught in catchpans, the contents 
of which are afterward removed for re-use. 

The ‘same method has been applied to truck painting with- 
out using an exhaust hood. First the trucks are ti roughly 
scraped and cleaned with compressed air. 3y using diet ite 
brush, one man can coat a truck with a mineral! quic k-drying 


paint in one hour or about one-fourth the time required bi hand 


ELECTRIC RAILWAY JOURNAL. 


[Vor. XXXV. No. 3. 


TESTIMONY ON VALUATION OF CONEY Ba e 
BROOKLYN RA RAILROAD 


Statements showing the deficits efits From early operation of the 
Coney Island & Brooklyn Railroad have been presented be- 
fore the New York Public Service Commission, Second Dis- 
trict, by Frank R. Ford, in the case involving valuation of the 
property of the company. These statements supplement the 
testimony of Mr. Ford, of which an abstract was given in the 
Execrric RaiLway JourNnaL for Dec. 25, 1909, page 1263. At 
the hearings intervening between the completion of his direct 
testimony and the present time Mr. Ford has been cross- 
examined by G. H. Backus, assistant counsel for the Commis- 
sion. The cross-examination, however, has brought out few 
points that were not covered in the direct testimony. 

A statement published in this issue shows the net income of 
the company as stated in reports to State engineers from 
1862 to 1882, to the State Railroad Commission, from 1883 to 
1906, and to the Public Service Commission from 1907 to 1909. 
Against the net results for these years there is charged the 
actual interest paid on funded and floating debt. Dividends 
on the capital stock were deducted at what Mr. Ford assumed 
to be a reasonable rate, 8 per cent from 1862 to 1884, and 6 per 
cent after 1884. The larger rate assumed prior to 1884 was 
based on the fact that before that year the bonds of the com- 
pany bore 7 per cent interest and it was Mr. Ford’s opinion 
that 8 per cent would represent the usual rate during that 
period for stock of the character under consideration. With 
these interest and dividend charges a deficit was shown for 
every year of operation of the horse period. The total deficit 
for the period was $846,856. In applying the same process to - 
the transition period from horse to electric power, a net deficit 
was shown of $74,161, making a cumulative deficit of $921,017. 
During the electric period the surplus over the assumed reason- 
able rate of dividend was $783,119, so that at the end of the 
electric period the cumulative deficit as of June 30, 1909, was 
reduced to $137,808. If the argument was carried a little fur- 
ther and it was assumed that as the rates of dividend stated 
had not been paid and the stockholders therefore had not re- 
ceived the use of the dividends, an additional deficit could be 
added. If the use of the dividends was assumed at 7 per cent 
interest compounded annually up to 1884 and 6 per cent interest 
after that date the cumulative deficit with interest for the 
horse period amounted to $2,945,085, increasing to a total of 
$3,799,246 at the end of the transition period and to $7,663,654 
at the end of the electric period. 

Other statements presented by Mr. Ford showed that for 
the period of horse car operation the average rate of dividend 
was 1.2 per cent on the capital stock; for the transition period 
3.7 per cent and for the electric period 8.6 per cent, giving an < 
average for all the periods from 1861 to 1909 of 59 upon the 
outstanding stock. ~ 

Mr. Ford had been unable to find the original contract for : 
the construction of the road, but checked the amount of the 
property account at the end of the year 1862, $501,364, by an 
estimate of the probable cost of construction of the amount of 
property which the records showed the company had on hand 
at the time. The physical property then consisted of 15 miles 
of track, of which approximately 6 miles was a graded right- 
of-way; 20 cars; approximately 80 horses and 30 sets of har- 
ness; barns, sional office and real estate. By applying the 
unit costs of construction of horse railway and equipment, al- “a 
lowing a reasonable contractor’s profit, costs of engineerin =4 
and superintendence, interest and taxes during constructia 7 : 
and costs of organization and obtaining franchises, an approx 
‘mate estimate of $516,900 was made, comparing with $501, 
as shown in the statement. . 

T he development of the property account, as shown on 
vatement, included a reduction of the total to the cos 

‘le of track owned. Starting with the initial cost of $ 
* $33,400 per mile of track owned, the cost per mile r 
“47,400 in 1890, the end of the horse period. ‘Du 
transition period the cost rose to > $63,800 per mile, s ‘ 


JANUARY 15, IQIO.] 


that figure in 1894. From that time, with electric operation, the 
cost increased rapidly, reaching $112,100 in 1898 and $164,000 
on Aug. I, 1909. 

.A statement was presented by Mr. Ford to show that no 
(arge street railway company in America had accumulated a 
depreciation or renewal reserve fund covering both wear and 
tear and obsolescence of more than approximately 3 per cent 
of the cost of property. B. J. Arnold’s estimate of obsolescence 
of the Coney Island & Brooklyn Railroad property was about 
20 per cent of the cost of the a va Mr, Ford desired to 
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fiscal year was that of the Milwaukee company, $2,641,707, or 
7.8 per cent of the total cost of the property, but the cost of 
property in this case included the lighting and heating business 
and the fund represented largely reserves for fire insurance, 
injuries and damages and miscellaneous, so that but a small 
part of this fund was represented by the reserve for obso- 
lescence of the street railway property. The Twin City Rapid 
Transit Company, of Minneapolis, showed the largest street 
railway depreciation reserve of 2.75 per cent of cost of prop- 
erty. 


CONEY ISLAND & BROOKLYN > RAILROAD INCOME ; ACCOUNT BASED UPON A REASONABLE RETURN ON CAPITAL, SHOWING 


DEFICIT FROM EARLY OPERATION.—Presented by Mr. 


Foro. 


(A) Surplus, 
1909, $101,316; total, 
Note.—The 
from 1883 to 1906 and to Public Service Commission, 1907 to 1909. 


_ show that the deduction of an allowance for obsolescence 
in a rate case was purely a theory and one that had never 
been substantiated by the current practice of the industry in 
this | country. Of the 20 largest companies in the United 
ites and Canada, seven showed the accumulation of de- 
funds from earnings, the systems of Minneapolis, 
“kaon Montreal, Buffalo, Brooklyn and Bos- 
Jar; pratt: of credit to depreciation or re- 


$187,814. 


(B) After including in operating.expenses the following renewals shown as betterments in company’s balance sheet: 


first two columns of this statement were prepared from reports to State Engi 


Dividends— Annual interest 
Reasonable rate on cumulative 
Interest paid —8 per cent deficit—7 per cent 
Net on funded and to 1884, 6 per Total charges Deficit Cumulative to 1884, 6 per Cumulative def. 
income floating debt cent after 1884 for capital for year deficit cent after 1884 _icit with interest 
HORSE CAR OPERATION, 
LOO2eertesrais ate CTS nee -» $6,874 igs $39,504 $39,504 $32,630 $33:690' 2) “nade tyes ilas $32,630 
ESOS aes wah celelag «rds. bd —4,23 Fe 39,541 39,544 43)777 76,407 $2,284 78,691 
RAGA cre te tialsirinis sictsss ern nivce.e' hp). foo ain Sarees 39,792 39,792 30,644 107,051 5,508 114,843 
LOO Sisrapalerone.s ¥ Rte tae ciotinee ate : 4,127 $10,781 40,000 50,781 46,654 153,705 8,039 169,536 
MRO Ore sy an AAT ss ET Artsy —3,638 10,777 40,000 50,777 54,415 208,120 11,868 235,819 
TOGR titers viene vies sv caste 5.4 —236 12,570 40,000 52,570 52,806 260,926 16,507 305,132 
TBR iae:oa' Sais Yeunvpis\« ctetateravecent ers —18,049 12,054 40,000 52,054 70,103 331,229 21,359 396,594 
nS ANCA ROs eS amie eis ng eet O07 16,635 40,000 56,635 43,568 3745597 27,762 467,924 
ESTO ak eee sioers ictal earetsts - ) 12,807 17,320 40,000 57,320 44,423 419,020 32,755 545,102 
ET ote elaine ately CA a Reed beh ho) LAA 17,280 40,000 57,280 47,136 466,156 38,157 630,395 
Part icale Core sts sco eosin tele ey, 27,609 18,888 40,000 58,888 31,189 497,345 44,128 705,712 
Ty a cteiate Wisi eit ta st sietsieserel 20,567 22,555 40,000 62,555 41,988 539,333 49,400 797,100 
1874000ceeeeecesees ate PO aiele oy 43,094 22,377 40,000 62,377 19,283 558,616 55,797 872,180 
25,091 22,893 40,000 62,893 37,802 596,418 1,053 971,035 
24,427 22,483 40,000 62,483 38,056 634,574 67,972 1,077,063 
355713 21,411 40,000 61,411 25,608 0,172 751394 1,178,155 
48,980 21,021 40,000 61,021 12,041 672,213 82,471 1,272,667 
43,176 20,230 40,000 60,230 17,054 689,267 89,087 1,378,808 
DOGO cave aaieleia.v see's oes 43,782 20,157 40,000 60,157 16,375 705,642 96,517 1,491,700 
RN Anite ais aie cue Slorstarce ovipin oo. \ele 53,640 19,462 40,000 59,462 5,822 711,464 104,419 1,601,941 
EGUAR Mr nhiam rch atc weet hes 56,800 19,980 40,000 59,980 3,180 714,644 112,136 1,717,257 
THOSE sab bree ialaiclsias Mia Riera 00303 21,013 40,000 61,013 620 715,264 120,208 1,838,085 
DsAlcieiciviele siv:sisir ares) © ‘sieve + 53,650 20,192 40,000 60,192 6,542 721,806 128,666 1,973,293 
TOSS ewig e's aes Mh aketete tists 6 10,100 17,235 30,000 475235 375135 758,941 118,398 2,128,826 
Mss Oustsisis he oie bets eta erste teeta + S808 57 16,860 30,000 46,860 11,503 770,444 127,730 2,268,059 
LOS rot hs aieiave exe sis%s eee fe ehetel - 36,306 15,375 30,000 45,375 9,069 779,513 136,084 2,413,212 
TOSBCt HUN eee neh tale oeidehelsja y's bh 2S,234: 15,000 30,000 45,000 16,766 796,279 144,793 2,574,771 
MDG neaisetail ch ep dc. daay sie ow win 20,0738 15,000 30,000 45,000 24,927 821,206 154,486 2,754,184 
TOO Pass ses es Ke is «s+ 20,080 15,730 30,000 45, 730 _ 25,650 846,856 165,251 2,945,085 
Total signiaterst's sMeaehareeD 7 Or 208 $465,279 $1,098,840 $1, 564,119 $846,856 $846,856 $2,098,229 $2,945,085 
TRANSITION PERIOD—HORSE TO ELECTRIC OPERATION, 
) / 
$30,908 $30,000 $60,908 $26,940 $873,796 $176,705 $3,148,730 
34,104 30,000 64,104 3,919 775715 188,924 353415573 
37,169 44,994 82,163 22,593 900,308 200,492 3,564,658 
27,582 59,988 87,570 20,709 921,017 213,879 3,799,246 
, $129,763 $164,982 $294,745 $74,161 $921,017 $780,000 $3,799,246 
ELECTRIC OPERATION. 
\ 
$28,208 $59,988 $88,196 $17,340(A) — $903,677 $227,955 $4,009,861 
32,500 60,000 92,500 26,819(A) 876,858 240,592 4,223,634 
35,000 60,000 95,000 4,017(A) 872,841 253,418 45473,.035 
151,723 120,000 271,723 52,998(A) $19,843 268,382 4,688,419 
175,024 120,000 295,024 113,752(A) 706,091 281,305 4,855,972 
190,078 120,000 310,078 160,561 (A) 545,530 291,358 4,986,769 
196,079 120,000 . 316,079 aaoraoa tA} 325,136 299,606 5,065,981 
198,702 120,000 318,702 202.342(A) 116,749 303,959 5,161,598 
200,221 120,000 320,221 168,862(A) 52,068(A) 309,696 5,302,432 
206,144 120,000 326,144 145,770(A) 197,838 (A 318,146 5,474,808 
230,656 120,000 350,656 74,094(A) hit eh gN 328,488 53729,202 
6 ; 249,040 120,000 369,040 28,563 (A) 300,407(A 343,752 6,044,389 
THO ata ie pitt apse 273,649 253,450 120,000 3735450 99,801 200,696( A) 362,663 6,506,853 
LQOS Mire sse give elas % _—164,735(B) 3003 149,398 397,401 232,666 31,970 390,411 7,120,930 
TOO ease dP och ot on ldlinrs: a prs 323,813 250,825 178,916 429,741 105,928 137,808 427,796 7,663,654 
Total ...........- $5,137,074  . $2,645,653 $1,708,302 $4,353,955 $373,1 19(A) $137,808 $4,647,527 $7,663,654 
é SUMMARY. 
f Horse car operation... $717,263 $465,279 $1,098,840 $1,564,119 $846,856 $846,856 $2,098,229 $2,045,085 
. Transition period— 
} horse to _ electric 
. operation .......... 220,584 129,763 164,982 294,745 74,161 921,017 780,000 3,799,246 
Te Electric operation..... 5,137,074 2,645,053 1,708,302 45353,955 783,119 137,898 4,647,527 7,663,654 
Total ......2++++« $6,074,921 $3,240,695 $2,972,124 $6,212,819 $137,898 $137,898 $7,525,756 $7,663,654 


1908, $86,498; 
ineers from 1862 to 1882, to State Railroad Commission 


During the cross-examination, Mr. Ford reiterated his testi- 
mony that sooner or later fares would have to be determined 
on a passenger mile or length of ride basis, He said that pro- 

vision was made for obsolescence in the manufacturing in- 
dustry in the selling prices of the products sold, but that the 
rates charged for street railway service had never been high 
enough to provide for this element of depreciation. The re- 
tirement of obsolete equipment was always accompanied by 
increased economy or efficiency through the adoption of im- 


[00 
proved standards, but the great transitions from horse to cable 
and cable to electricity had to be made by increase in the 
property account, as the earnings were not large enough to 
provide the necessary funds for such improvements. 
———+- 


EFFECT OF IMPROVEMENTS IN OLD TYPES OF ELECTRIC 
RAILWAY EQUIPMENT ON MAINTENANCE 


At the December meeting of the Boston séction of the 
American Institute of Electrical Engineers, Paul Winsor, chief 
engineer of motive power and rolling stock, Boston Elevated 
Railway Company, gave a talk on improvements in old types 
of equipment. Mr. Winsor stated that the company was one 
of the first in the country to be equipped with electric trac- 
tion, and this gave it experience with the earliest forms of 
railway motors, including the F-30, S.R.G., W.P.’s, etc. The 
company still has many W.P. motors in operation, and it now 
has 500 GE-800 motors, with later types which have super- 
seded the older machines. In the power station work of the 
company the first machines used were the old Thomson-Hous- 
ton D-62 type, and some of these are still in actual operation 
every night during the peak load at the Allston power station. 
Later the company used some 300-kw machines, replacing them 
by 500-kw multipolars. Some of the latter are in use at 
present in the East Cambridge station. One is running as a 
booster with series fields only. Engine type machines followed 
and the latest generators are of the interpolar type. 

Referring briefly to the system of analyzing car defects in 
Boston Mr. Winsor stated that in the past three years’ these 
have been cut down from about 50 per day to 17 per day. 
The details of this system have been fully described in the 
Exnectric RAibwAy JourNAL. Passing to power station ques- 
tions, the speaker spoke of a 1500-kw generator which had 
given trouble from sparking and was improved somewhat by 
slowing down the engine. Special care was taken to secure 
proper brush-holder operation, On some of the older machines 
the company has entirely changed the type of brush-holders 
to conform with the practice in later-designed generators. 
Emery cloth is no longer used in dressing down commutators 
and very little sandpaper is employed. One thing which helped 
is the method of cleaning a machine in shutting down, The 
company had a d. c, turbine machine which was very sensi- 
tive on the commutator, and it learned much from that, Be- 
fore shutting down the machines are thoroughly cleaned, 


all the oil and lubrication being taken ‘off the com- 
mutator, so that when the machines cool off the oil 
does not harden and injure the commutators. Without 


thorough cleaning there will be gum on the commutator, which 
is blotchy, and which starts sparking as soon as operation 
begins again, The 1500-kw machine was tested for distribu: 
tion of voltage around the commutator. In some cases the 
balancing rings were disconnecting entirely; in other machines 
tested it was found that the brushes should not be set on the 
diameter—that the machine was enough out of balance on the 
different poles to require brushes not to be placed an equal 
number of bars apart. Again, in handling the machines, it 
was the tendency of the operator to adjust too much for the 
load, and the result was that instead of getting the spark from 
the top of the brush, there would be a spark under the brush, 


which tended to honeycomb the brush and give a bad-running 
commutator. The company has also gone carefully over the 
equalizing and compounding of its generators, so that the ma- 
chines are very much more in harmony, which has been strik- 
ingly evidenced this winter in the loads Which have been car- 
ried with much more e¢asé than in’ past years. Ia ko 
Taking up the car equipment problem, Mr. Winsor’ stated 
that the older apparatus is not being used in’as°hard service 
as formerly, but it is still actively employed. The single 
item‘ of broken car glass has been greatly reduced by holding 
somebody responsible for broken panes. It was found tHat 
the motormen had been breaking the sé by dropping the 


windows, largely because of the absence of proper latches, and 
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this has been remedied to a great degree. Motormen do not 
now report as many cars as being defective when there is 
nothing the matter with them, as formerly, for if they report 
that the brake is out of order, for example, the motormen are 
required to show wherein the trouble lies. 

The defects per 10,000 motor miles with the W.P. motors 
have dropped from 4.5 to 0.7 or 0.8. The company has im- 
proved this type of motor. The commutator has been under- 
cut, and where the life of the commutator was formerly nine 
months, it now promises to be four or five years or over. 
This is partly due to slotting the mica bars, partly to a more 
satisfactory quality of brush, partly to turning the commutators 
often to keep them in good condition, and also because the 
motors are used on more suitable runs. These motors were ~ 
originally equipped with thirteen-turn armatures, which gave a 
speed of 15 m.p.h. The demand for higher speed led to the 
removal of two turns, and when the second was taken off the 
motors became overloaded. They have since been put on 
lighter service, with better results. These motors were not 
very well bolted together in the frames, and they rub and 
pean each other out. The company has had to throw shells 
away because they were peaned out and did not give room 
for the armatures between the pole pieces. It was found that 
the foremen had put washers on the bolts in some cases, and 
this gave a considerable air gap. The motormen liked such 
equipments on account of their high speed. Mr, Winsor said 
that better results were obtained from the GE-800 
motor than from the W.P.-50’s, but the latter was im- 
proved poroportionately. The Westinghouse 12-A_ and 
the 68 were next used. The GE-58 is by no means a modern 
motor, but two years ago the company bought another thou- 
sand of these motors. The reason was that such good results 
were obtained from the GE-58 that, although their efficiency 
was not so high as might be expected from the most modern 
machines, it was desirable to install the older ones. Mr. Win- 
sor stated that the company had 1000 Westinghouse-121 mo- 
tors, and that the latest that has been in service any length of 
time is the GE-202 motor. 

About two years ago the company started to put in West- 
inghouse-301 motors in the elevated service in place of some 
of the old types, Certain troubles were experienced with 
those first received, but for the last 18 months not one 
winding has been lost and but one armature. The latter was 
lost shortly after being installed on account of some fault 
under the pan. The latest motors which the company is in- 
stalling are the GE-68, which is not an interpole motor, and 
the Westinghouse-312, which is of the interpole type. One 
thing which helped these motors was to go over the resistances 
and control connections. The equipments bought from time 
to time were originally set as the manufacturers advised, 
and in other instances the company made its own setting. 
A reduction in power required during acceleration was secured 
in several instances by modifications of the resistance setting 
made by the company. ; 

The traveling armature tags used in Boston help a great 
deal. If an armature is reported to a car house foreman 
for flashing and the tag shows that the armature gave long 
service in another car house without trouble, the man who has 
it last is more likely to overhaul the armature and try to 
locate the trouble himself rather than to send it into the 
shop. The question of fields is a very important one in con- 
nection with armature trouble. It is very easy to take an | 
armature out because it is burned or flashes, put another one 
in and have the same trouble. A few years ago that hap- 
peried repeatedly, ‘The same car would change ‘armatures per- 
haps three times in’ one week. It is doubtful if that would 
happen to-day under the system of mairitenance records an 
their study which is in vogue. Certainly after the second time 
the car house foreman would know there was somethin; 
wrong with the motor, probably with the fields, and he would | 
try to fird what the field situatioti°was. The old cotton’ 
ria ee with the service which the company gave t 

© past two years the company has had ‘oe 
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motor fields on which the cotton was charred, and the coils 
would have been condemned under the old arrangement. The 
company now fills these with compound and has not lost one 
of the reclaimed fields. It has no impregnating plant. In 
winding the new coils very much the same result is obtained 
by using a mixture of japan and French chalk, and really 
filling the space up and making a solid field, so that, although 
the cotton chars, the wires cannot come together. The first 
mixture the company used was japan, simple varnish, and 
ordinary portland cement; but it was found that the portland 
cement had no effect except as a filler, and japan and French 
chalk are now being used. The japan divides the chalk up 
into thin layers so that it dries and the whole makes a very 


_ solid mass. 
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In the company’s efforts to teach its men how to handle 
the cars in a better manner some interesting demonstrations 
have been made. One of these was to show the proper way 
to speed up, without skidding the wheels. The temptation 
on a bad rail is to speed up, and if the wheels spin, to speed 
up more. A car was put on a short piece of track, and the 
instructor then asked the men to see how quickly they could 
move that car from one point to another 150 ft. away. In- 
variably they all spun the wheels. One of the company’s 
engineers then took the car and made the quickest time of 
all without spinning the wheels, simply feeding the controller 
handle slowly. Mr. Winsor said that one might talk all night 
to the motormen on the theory that as long as one spins the 
wheels progress cannot be made, but that it would not appeal 
to them as it does to see the actual result tried out on the 
track. Within six months the company has put an instruction 
car on the road, with a schoolmaster. It is too early to see 
the results, but it is expected to be of benefit to the company. 
The schoolmaster understands thoroughly that his whole busi- 
ness is personal work with the men. He cannot give them 
lessons to learn, but he must get them interested, and in this 
he is succeeding very well. A recent experience with a motor- 
man who had been onthe road for many years is representative. 
The motorman had been reported for using too much power at 
electric track switches. These switches are operated by cur- 
rent from the trolley wire. To throw the switch in one direc- 
tion the car passes under it with the power on, and to throw 
it the other way, the car coasts under the switch. The 
motorman had been sent to the schoolmaster for instruction, 
and had declared that the switch could, not be thrown short of 
three notches of power. The schoolmaster went out on the 
car with this motorman on his last trip, and demonstrated on 
the spot that the switch could be thrown with a single notch, 
and the lesson was thus driven home in a practical way. 

In conclusion the speaker described the monthly meetings 
of the car house foremen in Boston and showed how the rec- 
ords in the car defect analysis system are transcribed on large 
sheets, and curves plotted, showing on a large scale the vari- 
ation in defects from different causes from month to month 
and year to year. The car house foremen have complete record 
blanks starting with a daily log sheet on which troubles are 
put down. If a car misses a trip because of some fault it is 
called a defect. The car houses also keep mileage records. 
All their repairs are kept on a mileage basis. A certain kind 
of equipment has to be inspected every 1000 miles, etc. These 
log sheets come to headquarters and the information is posted 
there, so that finally the company establishes its records for 
the entire system. Tabulations are made on cards for differ- 
ent classes and types of equipment and the most accurate in- 
formation concerning troubles is; thus constantly at hand. 
Thus, there is a motor card for each type of motor, 50-C, 
| 202, etc. The number and kind of failures each day are tab- 
ulated and these are’ footed up for the: month. From the 


monthly records the company knows what is the most fre-_ 


quent kind of trouble and-goes after it. Sometimes the trouble 
can be remedied and sometimes not.» These monthly. meetings 
have done a great deal of good. Sometimes a man gets 


_ “hauled over the coals” and does not have a happy time that 


evening, but most of the meetings are not of that nature. 


ELECTRIC RAILWAY JOURNAL. 


107 


The men talk over things and tell their experience. Very 
good results have come from giving a man a certain subject 
to post himself on and have him give a talk. It is surprising 
how many of the foremen have risen to that point. These 
talks are often very interesting and have done a great deal 
toward making the men interested in their work. At first 
the meetings were considered a great hardship, but as time 
went on the results began to be clear. The men see the re- 
sults of their past two or three years’ work and are becoming 
more and more interested. Mr. Winsor closed with a brief 
reference to the company’s standardization of brake shoe 
heads. These now take in practically every case a standard 
shoe, instead of having a large variety of shoes which had to 
be bolted on. Before, it was often necessary to break the bolt 
in order to take off the shoe. It is now held in place by a 
key. The number of resistance grids has been cut down from 
14 to 3. These old equipments cannot be made as good as new 
ones, but much can be accomplished in the way of improve- 
ment with a little care and knowledge of what one is doing. 
DISCUSSION 

In the discussion of Mr. Winsor’s remarks, M. V. Ayres, elec- 
trical engineer of the Boston & Worcester Street Railway Com- 
pany, stated that the work of the Boston Elevated Railway 
Company well illustrated the saying that a problem once stated 
was half solved. By finding out what the matter was and the 
nature of the particular troubles the company has enormously 
reduced their frequency. Thus, tests on the car resistances 
showed that much motor trouble was due to the comparatively 
simple matter of irregularly adjusted resistances. Mr. Ayres. 
said that the causes of motor troubles in his opinion fall into 
three classes: overheating, which is due to continuous overload; 
commutator troubles, which are due in a considerable degree to 
momentary overloads; and vibration, which is principally due 
to the way in which the motors are mounted on the cars. Com- 
mutator trouble is the thing which has been particularly reme- 
died in Boston by resistance adjustment. Simply by cutting off 
the high peaks the trouble is greatly reduced. Overheating 
due to continuous overload can be reduced only by using a 
larger motor or using blowers to cool off the motor. The 
latter is not common practice except in the case of certain 
large locomotives. In the future it will probably be done fre- 
quently. The tendency is likely to be in the direction of using 
smaller and lighter motors cooled artificially. 

Mr. Ayres stated that in his opinion vibration is responsible 
for a large portion of modern motor troubles, since stationary 
motors last much longer without repairs than car motors, even 
if the latter have the best of treatment. This is due largely to 
carrying the weight of the motor on the axle. It may be 
possible to devise some method of suspending the motor without 
mounting it directly on top of the car axle, perhaps spring- 
mounting it so that the present severe pounding will be de- 
creased. Something of this sort with artificial ventilation will 
result in greatly reduced size and weight of parts and a greater 
life with less trouble. 

Mr. Hamill, Schenectady, voiced his surprise at the success 
of the Boston Elevated Railway in modernizing the old “WP” 
motors, which have been obsolete for some 15 years. He stated 
that a railway motor has a remarkable life in the face of its 
conditions of operation. The armature trouble is often found 
to originate from something wrong with the fields and com- 
mutator trouble more often than anything else indicates brush- 
holder difficulties. Excess of lubrication may cause sticking 
of brushes or holders. All this appears at the commutator and 
not at the brush-holder, so troubles are very much isolated. 
Defects may also arise.from the springs. 

Prof. A. /S. Richey, Worcester Polytechnic Institute, stated 
that the three most important things relating to the maintenance 
of car equipment and the reduction of cost, outside the shop, 
are the proportioning of resistances, the selection of proper 
gear ratios, and the proper instruction of the motormen, The 
matter of. gear ratios deserves more attention and there are 
undoubtedly many cases where 50-hp motors are pretty well 
loaded which could be handled by 4o-hp motors equipped with 
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gears of the proper ratio. Properly instructed motormen can 
save a great deal of power, perhaps more than in certain fine 
power station economies. A saving of a fraction of a kw-hour 
per car-mile is better than saving a fraction of a cent per 
kw-hour in the station, and it can be done by teaching the 
motormen. .On one road about 10 recording wattmeters were 
installed to each 100 cars. It was at first planned to switch 
these wattmeters around from car to car, but the motormen 
became interested and the cars were switched around to differ- 
ent runs instead. The motormen paid no attention to the con- 
stant of the meter, but called the plain figures watts, reporting 
that they had made a certain run on 231 watts where they used 
to take 245. The officials of the company did not care how the 
figures were read so long as the power consumption was cut 
down. There was a good deal of rivalry between the motor- 
men to see who could make the runs with the least power. 
DISCUSSION ON POWER PLANT ECONOMY 

The address by Paul Winsor was followed by a short 
talk by Prof. I. N. Hollis, of Harvard University, on Power 
Station Economy. Professor Hollis commented upon the tran- 
sition state in which prime movers now find themselves, and 
passed to a broad discussion of the evils of underload opera- 
tion. He reviewed the conditions surrounding the exhaust 
steam turbine installation of the Interborough Rapid Transit 
Company, New York, as discussed before the Boston section of 
the American Society of Mechanical Engineers recently, and 
abstracted in the ELecrric RAILWAY JouRNAL. The importance 
of a good load factor in relation to station economy was the 
principal theme, the desirability of cutting down the stand-by 
losses in the boiler room being specially emphasized. 

Jas. D. Andrew, Boston Elevated Railway Company, referred 
to the importance of having apparatus of high quality installed 
in a plant with plenty of working space. Equipment should 
be kept up to its guarantees after it is put into permanent 
service. All equipment will degenerate if not kept up, and no 
company should hesitate to put all the improvements it can into 
the older machinery. Improvements in electrical apparatus 
are largely matters of detail, and these details can frequently 
be applied to old machines. Mr. Andrew did not consider the 
exhaust steam turbine applicable to Boston Elevated plants 
at present on account of their use of direct current. The com- 
pany has found it impossible to run a turbine-driven generator 
at 550 volts direct current. An alternating current machine 
could not be put on the system to act as an independent ‘unit 
without a governor, and even then it would not work out at all 
well, as it would have to be tied to the rest of the system 
through substations. In the Interborough installation, spoken 
of by Professor Hollis, the conditions were ideal for exhaust 
turbine operation. 

M. V. Ayres, Boston & Worcester Street Railway Company, 
called attention to the difficulties of securing operation of gen- 
erators at rated load. Hardly anybody has this load upon his 
plant. In the Boston & Worcester work the most economical 
load has been found to be the largest load which can be put 
upon a single unit, the machines being of the alternating cur- 
rent type, and the load fluctuating. The greatest station 
economy on this road is obtained when the engines are slowing 
down every little while on the peak of the load and simply 
carrying all they can. It does not pay to start another engine 
until the engines running are repeatedly slowing down under 
the load. This could not be done in lighting service. In regard 
to power station equipment, Mr. Ayres stated that he no longer 
favors the general installation of electrical auxiliaries. They 
should never be used in any place where the failure of an 
auxiliary will cause the shut-down of the main machines. 
Small steam turbines are preferable, notably in the driving of 
circulating pumps for condensers. i 

a os 

In order to comply with the terms of the recent concession 
to electrify the tramway system in Constantinople, the enti: 
trackage is being completely rebuilt at a cost of $1,000,000, Th< 


cost of new cars, overhead lines and power distribution networ'< 


is estimated at an additional $1,400,000. 


ANNUAL REPORT OF NEW YORK PUBLIC SERVICE 
COMMISSION, FIRST DISTRICT 


The report of the New York Vouk Public ‘Service Commission, 
First District, for the year ended Dec. 31, 1909, has been sub- 
mitted to the Legislature. An abstract of the features of the 
report relating to street railways discussed in the preliminary 
chapter follows: 

“During the year the commission has considered 271 formal 
cases, of which 57 were not yet determined at the end of the 
year. 

“The applications relating to securities concerned principally 
the issue of stock and bonds. The largest amount involved was 
in connection with the pending reorganization of the Third Ave-— 
nue Railroad. Due application of the committee of bondholders 
of this company was denied and another application, asking the 
approval of $54,916,000 of securities, is now before the com- 
mission. : 

“Experience has shown that most matters relating to conduct 7a 
of employees, minor defects of cars or tracks, and even de- 
ficiencies in service, will be determined satisfactorily by the “4 
companies when their attention is called to them, without the | 
necessity of a hearing and a formal order. During the year ‘ 
1335 informal complaints relating to railroad, street railway and . 
express companies have been handled, of which 73 were not 
concluded at the end of the year. 


EQUIPMENT AND SERVICE 


“The equipment of the railroad systems in the City of New. 
York is now in better condition than ever before. The cars 
are less noisy and they are cleaner and better heated, and, be- 
cause of the thorough overhauling of the cars, required by the 
commission, there are fewer breakdowns and blowouts of motor 
boxes and fuses. A great reduction of such accidents on the 
Brooklyn Bridge has made possible considerably better service 
on that structure. 

“The Brooklyn Union Elevated Railroad, under the direction 
of the commission, is changing the type of air brake on its ele- 
vated cars; the New York & Queens County Railway has been ; 
ordered to double-track its system and all the companies in the 
city have been required to adopt fenders and wheelguards of an 
approved type. Good equipment well maintained not only makes 
better service possible, but also reduces the number and serious- 
ness of accidents. The. following figures are of interest: 


1908. 1909. aa 
Total number of accidents on street, “L’”? and subway 
and steam railroads within New York Cityt wea cers - 56,481 52,618 
Number » of spersonis? Killeds caipie's a0 eros’ at edie eee eee 444 325 
Number of persons and vehicles struck by cars..... + 11,405 11,426 


“The service rendered by transportation companies is also 
now better than ever before in proportion to the physical condi- 
tions and the volume of travel. Due to the orders of the com- 


mission, the maximum service is continued for a much longer " 
period that heretofore, and the rush-hour service has been in- ¥ 
creased. Upon the Manhattan surface lines, for example, as a 

_. 


to which service orders have been issued, a comparison one 
service rendered before and after the orders shows an increase 
varying from I1 per cent to 57 per cent. Re 
“The matter of adequate service is a serious problem, for 
during each 24-hour period passengers equal in number to about 
85 per cent of the entire population must be carried. Fully one- 
third of all the passengers traveling in one direction during the 
day are carried in two hours out of the 24; that is, one-thi d ) 
the traffic comes in one-twelfth of the time. a 


«A 


An ensues count is made of the number of persons: 


turn yaaa a 24-hour period. The following schedule 
the figures of travel in both directions for three ye 


Travel ‘Travel 
to and from to and from — 
Long Island, Lo: 
canes 1907. 
rook Bridge. .... 423,000 
\\ Viliiamsbure Bridge.. 163,000 : ’ 
0: ensburo ‘Bridge....Not ieee ee traffic =<“ t 
EFIG Bey b baie meer he pee 000 
Tnt erborough subway. Not nee ee traffic 
Total 


ae os 706,000 
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“The following figures indicate the extent of the transporta- 
tion problem in New York City: 


Year ending June 30. 1907. 1908. 1909. 
Number of operating companies: 

Street or electric railway...... 29 30 33 

Steam railroad (Staten Island) 2 2 2 
Miles of (single track)......... 1,597 1,636 1,646 
Number of passenger cars....... 10,062 11,049 11,623 
Number of officers and employees *34,113 39,839 37,009 
Miles run by passenger cars..... 252,783,198 273,788,406 272,369,956 
Revenue passengers carried...... 1,322,816,965 1,365,169,472 1,409,132,118 
Revenue passengers per day..... 3,624,156 3,729,971 3,860,635 
Revenue for transportation...... 66,838,721 68,461,349 70,732,928 
Total revenue from rail operations 68,318,881 69,941,968 73.646,417 
Total expense of rail operations. 37,779,009 43,087,446 44,022,578 
Net revenue from rail operations. 30,539,782 26,854,522 29,623,839 
‘Operating ratio, per cent........ 55-3 61.6 59.8 
Per car mile, cents: 

IRSVENM Gea te ck sijelntamciacane ser 26.1 25.3 26.8 

FCPEMSES eee wel stersless ols cists wieieie'e « re Feb | 15.6 16.0 

BNCEMTEVER UG Ee cfelerarejs'eic scittiers 12.0 9.7 10.8 


*An average for the year. 

RAPID TRANSIT 

“A number of additions to the subway now in operation have 
been constructed or are under construction under Contracts 
Nos. 1 and 2, under authorization by the commission. The 
shuttle service between the Bowling Green and Battery Park 
stations has been completed and is now in satisfactory use. The 
work of enlarging the Ninety-sixth Street subway station has 
not been completed, because the company has been required to 
develop a speed-control system which promises to afford the 
necessary relief to the train congestion at this point. On the 
upper portions of the lines the rapid growth of population and 
travel has necessitated additional station facilities. The com- 
pany, under orders from the commission, is equipping its sub- 
Way express service cars with side doors. This improvement 
is affording material relief, for a gain of four seconds in re- 
ducing station stops means the possibility of an extra 8-car train 
per hour. With 17 side-door trains in operation, the company’s 
general manager states that there has been a 20-second saving. 
In addition, the station platforms on both express and local 
tracks are being lengthened at an expense of $1,500,0co. This 
will allow a 25 per cent increase in the size of trains, that is, 
allowing 10-car express trains instead of 8 cars as at present. 

“The commission has given exhaustive attention to plans for 
additional rapid transit routes. 

RECOMMENDATIONS AS TO LEGISLATION 

“Railroad Law.—The subject of transfers on surface lines in 
cities cannot be rightly adjusted until the railroad law is 
amended. Out-of-date provisions in the railroad law regard- 
ing changes are entirely discordant with the rate-making pro- 
visions of the later law. 

“Without going into detail at this time regarding the many 
needed amendments to perfect the railroad law, the commis- 
sion desires to call especial attention to the imperfections of 
the grade-crossing provisions. 

“Public service commission law.—The ability of the com- 
mission to prescribe reasonable joint rates, including transfers, 
should be made clear and effective, especially since transfers 
have been so largely abolished by the various operating com- 
panies in Manhattan. Experience has shown that numerous im- 
provements can be made in the law which will be equally bene- 
ficial to the public and the public-service corporations. 

“Apart from such particulars as can now be adjusted in the 
light of actual experience, it has been found that in three most 
important features the phraseology employed fails to carry out 
the general purposes of the enactment. This has been brought 
about by the interpretation placed upon the law by the State 
courts. ‘ 

“7. It seems to have been the intention of the law that the 
commission should be an administrative body with power to 
prescribe rates and facilities in accordance with a rule laid 
down for guidance in each case. For instance, rates should be 
just and reasonable; service and facilities should be safe, ade- 
quate and in all respects just and reasonable. This commission 

4 . . . 
considered that, when it made a careful inquiry into the facts 
of each case and gave a fair hearing to all interested parties, its 
conclusion embodied in an order should go into effect the same 
as an enactment of the Legislature. The State courts have de- 
clared, however, contrary to the holding of the United States 
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Supreme Court, that the words employed in the act make the 
commission a judicial or quasi-judicial body in respect to rates, 
and it would seem to follow in respect to service and facilities. 
Accordingly, the courts have declared that the propriety of an 
order of the commission in these respects can be considered and 
decided by the courts, which thus become substituted for the 
commission just as if the acts of the Legislature could be re- 
viewed by the courts, and set aside because the record of evi- 
dence was not sufficient to support or validate a statute. The 
result is that orders of the commission which are contested do 
not go into effect at once, but can be kept in litigation for a 
long time, their efficacy thus being made to depend, not upon 
their correctness, but upon a written record of evidence. 

“2. The public-service commissions law requires that, before 
construction or operation of a railroad under a franchise can 
begin, the approval and permission of the commission must be 
granted. As all franchises proceed directly or indirectly from 
the State, it was understood and expected that the commission 
would perform a useful State function in preventing franchises 
that disregarded the public interests. It is of the greatest im- 
portance that franchise terms should be harmonious in the 
cities of the State, and that extravagant and perpetual rights 
should not be granted to public-service corporations. The courts 
have. held, however, that, inasmuch as the section in question 
provides that the commission shall determine whether a railroad 
is convenient or necessary, it is limited to a consideration of the 
present convenience and necessity of a railroad, quite regard- 
less of the franchise terms that may be inserted by the city, and 
which may be considered by the commission as hostile.to the 
public interests. The result is that the public-service law does 
no more than the railroad law, which has for many years re- 
quired the State railroad board to pass on the question of pub- 
lic convenience and necessity. 

“3. One of the main purposes of the law was supposed to be 
the prevention of stock-watering. The courts have held, how- | 
ever, that the words used in the section relating to this subject 
only require the commission to determine whether stock and 
bonds sought to be issued come within one of the four pur- 
poses stated in the section, i.e, the acquisition of property, con- 
struction of its facilities, improvement and maintenance of its 
service, or the discharge or refunding of its obligations. The 
result is that this construction of the words used in the act de- 
prives the commissions of power to stop stock-watering, for it is 
easy for the companies to bring within the four legal purposes 
sums that never should be capitalized, as, for instance, expenses 
of operation, taxes, replacements, or even dividends. Capitali- 
zation except for proper capital purposes should not be allowed, 
but the present section as interpreted by the courts leaves the 
law ineffective in this regard. 

“Although these decisions of the court have devitalized the 
public service commissions law, they serve to indicate the 
changes which should be made by the Legislature to bring the 
law back to its original intention. Powers in the commissions to 
regulate rates and service, to prevent construction under fran- 
chises that do not safeguard the public welfare, and to prevent 
stock-watering, have been considered the main advantages of the 
new law. Without them the commissions can hardly touch 
foundamental evils. It is highly desirable that the essential pur- 
poses of the law be re-established.” 


oo 

The’ Western New York & Pennsylvania Traction Com- 
pany, of Olean, N. Y., recently announced that the 46-trip 
monthly commutation ticket books, good to the purchaser 
for passage between any two local points in New York State 
where the regular one-way fare is 10 cents or more, will be 
sold to persons. between the ages of 5 years and 20 years 
at one-half the regular one-way fare. Heretofore the use 
of these books has been restricted to scholars. Monthly 
commutation books containing 52 coupons each good for 
passage between Portville and Olean, sold at $3.25 per 
book, are good for passage to the purchaser only; hereto- 
fore the use-has not been restricted to purchaser. 
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OFFICIAL VALUATIONS OF PRIVATE PROPERTY * 


HY FREDERICK W. WHITKIDGE, RECEIVER, THIRD AVENUE RAILROAD OF 
NEW YORK 


Some years ago a very rich man who proposed to found a 
ureat institution of learning in one of the Far Western cities 
weit to Cambridge to see what was being done at Harvard. 
He passed a day or two looking at its buildings, libraries and 
musetimes, and inquiring into the courses of study and the work 
carried on, At the end of that time he turned to those who 
were showing him about, and said: “Well, gentlemen, what is 
your whole plant worth?” They looked blank, and the million- 
aire reiterated: “What is the value of it—how much did it 
all cost?” The notion that Harvard University, the product 
of two centuries of time and of the lives and labors of thou- 
sands of good men, could be valued in money was strange; but 
the millionaire was insistent upon an answer, and one official 
finally said: “I suppose it cost perhaps so and so many mil- 
lions’; and the plutoerat turned to his wife, who happened‘ to be 
with him, and said: “Well, mother, | guess we can do better 
than that,” and went away quite confident that it was within his 
power, by the mere expenditure of money, to at once produce 
an institution more valuable than Harvard University. 

The Harvard representative at this conversation could not 
have been more aghast at the millionaire’s question than I was 
when, some months ago, I received from the Public Service 
Commission of this distriet notice that it had undertaken the 
valuation of the property, tangible and intangible, of the street 
railways of this city, including one of which I happen to be the 
custodian, 

| asked how it was proposed to make the valuation and what 
was the purpose for which it was to be made, In various forms 
| repeated these questions for more than a year, without any 
answer, until one of the commissioners, perhaps inadvertently, 
‘said that the purpose of the commission was, in brief, “to 
secure reliable information as to the value of the physical prop- 
erties of the company for the purpose of being in possession of 
the facts necessary or important for its discharge of the duties 
devolving upon it in connection with issues of securities, pas- 
senger rates, ete,” and that I must be aware of it. That state- 
nent, if you please, being made with reference to a company of 
which all the securities had already been issued, and to a rail- 
road and a community where the most widely known and uni- 
versally accepted fact in respect to street service is that the fare 
of every passenger is fixed at § cents! This statement did not 
enlighten me, and for a long time I could not conceive what the 
commission was driving at, I have, however, now discovered 
what I suppose the most of you knew long ago—that the notion 
of a valuation of public-service properties originated in the 
State of Wisconsin, although it was first attempted to be ap- 
plied in Texas, and that in Wisconsin there is a statute which 
provides for such valuation, primarily for the purpose of en- 
abling the State to fix rates on the steam railroads, which would 
be more acceptable to the shippers; and in a recent address by 
Mr, Roemer, a member of the Wisconsin commission, I find the 
Whole philosophy of a State valuation of public utilities ex- 
pounded, 

The New York commission for this district has apparently 
swallowed the Wisconsin doetrine whole, and is undertaking to 
apply it in a State where the Wisconsin statutes do not run. 
Mr, Roemer says that the duty of the valuation imposed upon 
the commission is the gravest and most important of all its 
funetions, and asserts that “the value of every security of a 
public-service corporation in this State will be determined and 
perhaps irrevocably fixed by the appraisal made by the com 
mission of such corporation, upon the credit of which such 
security will be issued, There can be no ese: ape from this con 
clusion Pair and reasonable as such appraisal may be, it will 
signify to the world that, in the future, public utilities 
State will cease to be a subject for 
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will also indicate that which is more important, to wit, that 
actual bona-fide investments in such concerns, when providently 
made, will be secure under State supervision, and the adequacy 
of the security will be maintained by strict enforcement of the 
law.” These views I shall not undertake to discuss. Anybody 
who holds them is as much beyond the reach of any argument 
at my command as were those persons who some years ago be- 
lieved that the relative value of two metals could be fixed by 
act of Congress. Mr. Roemer, however, goes on, as I under- 
stand him, to point out that the method of valuation—as if 
there were no other—is to have the engineering staff determine 
the “cost of reproduction.” 
VARIOUS MEASURES OF VALUE 

But Mr. Roemer omits to notice that besides the “cost of re- 
production” there are other measures of value, such as market 
price, original cost, the rental value, all quite as efficient as the 
cost of reproduction, The salient fact about all but one of 
these methods of valuation is that, after all, they rest upon the 
testimony of experts. It is all very well to talk of a valuation 
by the State. That has an august sound, but when we come 
to examine the statement it shrinks, so that your State valua- 
tion is only the unsifted judgment or guess of one or more in- 
dividual experts. 

Now, with every respect in the world for science of every 
kind, and for those who are expert in it, I cannot but recall a 
remark made to me by Professor Huxley, of whom I was ask- 
ing an expert opinion of our Government on a subject of which 
he had, studied profoundly, and he said to me: “My dear 
Whitridge, there are, you know, three kinds of liars—liars, 
damned liars and experts.” 

I remember, also, in my early days at the Bar, I was directed 
to prepare a brief, based wholly upon expert opinions, to show 
that the Brooklyn Bridge would fall down, and in that brief I 
proved that the molecular rearrangement caused by the impact 
of the heavy traffic on the steel of which the bridge was con- 
structed would result in a disintegration of that metal and the 
collapse of the bridge. If the theories of molecular action which 
then prevailed still hold true, that bridge may fall down at any 


-moment, but fortunately I did not fix a date for the catas- 


trophe. 

I am personally quite unable, therefore, to look upon. any 
valuation of anything with the complacency with which Mr. 
Roemer and his school regard a valuation of public utilities 
which rests entirely upon»the judgment of experts. Assum- 
ing, however, that experts are to be depended upon absolutely, 
and that it is possible for a public body, speaking in the name 
of the State, to be willing to shelter itself behind expert 
opinion, it is quite evident, from the merest enumeration of the 
methods of valuation, that the conception of value is a very 


complex one, and it is easy to point out the inadequacy of any® 


particular abstract method of reaching it. 

The State has thus far generally undertaken to make a valua- 
tion of private property only for the purposes of various kinds 
of taxation, and it is important to note how it is made. In the 


first place, take the valuation of land, of real estate generally. | 
In this country and in others where land is freely sold, valua- 


tions not only for the purposes of taxation, but for the pur- 


poses of sale, are very common; but such valuations are, so far 


as I know, invariably made with reference to the supposed 
present or prospective market value. 

In the second place, take the valuation of personal property, 
for the purposes of transfer, inheritance and direct personal 


property taxes or the collection of duties. I believe that valua- 
tion for the purposes of the first three ‘of these taxes is in- ee 
variably fixed by reference to the market price ascertained fro n 


the dealers or published quotations, and for the purposes 
customs duties the valuation is almost invariably fixed by th 

st price, although in the case of personal effects where 
cost price obviously no longer represents present val 
Government makes itself ridiculous at least 1,000,000 
year—or would do so if it complied with the law—in tl 


deavor to have an official value such effects on the < 
the publie siores. 
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In the third place, take the State valuation of intangibles like 
franchises and good-will—for if competition in public utilities 
can be conceived under the Wisconsin doctrine, good-will must 
be recognized as an element of value—and it appears plain that 
the attempt to make such a valuation of franchises for the pur- 
pose of taxation has resulted in this State—and I know nothing 
of it elsewhere—in nothing short of a monstrous scandal. We 
have a State board of three persons whose sole duty it is to 
appraise franchises for taxation, which has been at work for 10 
years. 

The appraisals by this board of the street railway fran- 
chises in this city have been in litigation for nine of these 
years. The valuations have been reduced by the courts about 50 
per cent. The board has gone gallantly on making its appraisals 
year after year, as if the courts had not spoken, and the courts 
will doubtless continue to perform their appointed task of cor- 
recting those appraisals. The theory on which this board of 
valuers proceeds I do not know, because they have not an- 
nounced it, but I know of one instance in which the value of the 
franchises of a railroad was appraised by it as $40,000. Just after 
that appraisal was made the railroad, franchise, cars, roadbed 
and all appurtenances sold at auction for $500. The board of 
appraisers was furnished with an affidavit of the sale at that 
price, and a copy of the decree confirming it, and they there- 
upon reduced the value of the franchise, not to nothing, but 
from $40,000 to $20,000. The labors of this particular body of 
State functionaries instead of fixing values irrevocably, as Mr. 
Roemer dreams the State will do, have only opened a vista of 
litigation, apparently as long before as it is behind. 

All the cases I have so far touched are comparatively simple, 
but when we come to the valuation of a public utility containing 
so many different elements as a street railway, an electric light, 
power or water plant the problem is vastly complicated and it is 
not surprising that the Wisconsin philosophers have frankly 
“funked” the whole thing and sought shelter for themselves be- 
hind the experts, and those gentlemen have in turn taken the line 
of least resistance, and say the value of a public utility is what 
it would cost to reproduce it. Is it? Is it? 

If all experts agreed there would be less difficulty in ac- 
cepting that measure of value, but I see no reason to suppose 
that experts in the employ of the State are any more nearly in- 
fallible than the experts in the employ of the great contractors, 
and the merest tyro in affairs knows that if bids were asked 
for the construction of a large garblic utility to-day the best con- 
tractors you could find would ae percent to 50 per 
cent in their bids, and in this city I doubt if you could get any 
bid except for a percentage on cost. Nor is this remarkable in 
respect to railways, for the actual cost of a mile of under- 
ground electric trolley has varied from $64,000 in Washington 
to about $1,000,000 in New York. 

“TRREVOCABLE” COSTS 

Let us suppose, however, that the present cost of reproduc- 
tion can be got at, it would obviously be unjust, either to the 
investors in the enterprise or to the public, unless it could be 
shown that the march of science had been stayed, and the prices 
of materials and the cost of labor had been as “irrevocably” 
fixed as they are in Mr. Roemer’s vision of the world that is to 
be, and had not, therefore, changed since the date of produc- 
tion. The cost of reproduction, moreover, takes no cognizance 
of obsolete portions of a plant which contributed to its earn- 
ing capacity and, therefore, as I contend, to its present value. 
The Third Avenue Railroad, for instance, was a horse rail- 
road, then it was a cable railroad, now it is an electric rail- 
road, and its security holders paia their money to construct 
those roads. The first two setved their purpose and have ceased 
to exist.. The Western Union has, I am informed, Several mil- 
lions of bonds outstanding which were issued for the money 


wherewith to lay cables, some of which have been lost in the 


primeval ooze at the bottom of the sea. 

‘Now, if the cost of reproduction is the measure of the value 
ofa rut erty and the aggrégate of its securities is to be con- 
tained within that valuation, I suppose it must be a corollary of 
that proposition that the $5,000,000 of bonds issued by the Third 
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Avenue for its cable plant and the other millions of Western 
Union bonds issued for its extinct cable should be surrendered 
by their owners, and perhaps filed with the statisticians of the 
Public Service Commission. 

Finally, if we suppose that all the proposed valuations have 
been satisfactorily made, we must also suppose that civilized 
society has crystallized, as Mr. Roemer with his irrevocability 
would have us believe or Mr. Bellamy in his romance long ago 
imagined. If we do not so suppose, it must be conceded that 
the expiration of valuable patents, a decrease in population, bad 
times, increased prices of commodities or competition which 
might lead to the building of a new public utility alongside of 
an old one, may entirely alter the position of a public-service 
corporation and change every kind of value it may have except 
that fixed by the State. 

Above all things, science must be chained, otherwise after the 
Public Service Commissions have got everything comfortably 
and “perhaps irrevocably” valued, somebody like Mr. Brennan 
with his monorail and gyroscope car—the most wonderful thing 
I have ever seen—may come along and, so far as railways are 
concerned, upset the whole official edifice by revolutionizing the 
business, 

Notwithstanding all these considerations, it is urged as a 
general principle that it is essential to have an authoritative 
valuation of public-service corporations, first, to determine the 
reasonableness of the price paid by the public for services ren- 
dered, i.e., to fix rates; second, to enable the laws for the con- 
trol of the issue of securities to be equitably administered ; 
third, to determine the amount to be paid over to the public by 
way of taxes, which cannot be reached without an analysis of 
the value of the industry considered as a commercial concern. 
Professor Adams, who states these propositions fairly and 
moderately, unblushingly dodges the details and the methods of 
valuation, but rests his case upon the necessity for an authorita- 
tive valuation for the purposes specified. This view of the mat- 
ter rather suggests the reply of Lord Chesterfield to the quack 
who was explaining by way of apology that “he must live,” and 
Lord Chesterfield answered cheerfully: “I do not recognize 
the necessity.” 

Certainly the necessity for valuation for any of those purposes 
is as yet far from general recognition. Only two or three States 
have authorized it, and I had supposed the notion that valuation 
of a common carrier, however it might be measured, or the 
notion that capitalization, based upon such valuation, was a 
factor in fixing rates, was now an expiring delusion. It is the 
demand for a commodity and the price of it which mainly de- 
termine the freight rate for it, and thus, as a distinguished 
economist has said, the market price of wheat in Liverpool has 
more to do with fixing the freight on wheat between St. Paul 
and New York than the capitalization of the railroads between 
those points. It is quite possible that in a virgin land rates 
might be fixed with a view in part to a return on the cost of a 
newly constructed railroad, or to paying interest on the securi- 
ties which represented that cost; but in this country there is no 
longer any such case, and a moment's reflection is sufficient to 
show that if two points are connected by two railroads, one of 
which cost or is capitalized at $10,000,000 and the other at 
$25,000,000, the rates must be the same on each railroad be- 
tween those two points. 

f THE ORIGINAL COST 

As respects the second necessity for a valuation mentioned 
by Professor Adams, I agree that in the case of a new enter- 
prise the laws in respect to the issue of securities cannot be ad- 
ministered without regard to the value of the property, but the 


‘measure of value in that case is the original cost—there can be 


no other. To undertake, however, to apply that standard to a 
public utility with a long history and a demonstrated earning 
capacity is absurd and impracticable. The measure of value in 
such case is the income or yield, having regard to its perma- 
nence and possible increase, and it is the proved or probable in- 
come of a property also which, in the long run, establishes its 
market price, and, for that matter, the market value of every- 
thing else in the world, except merchandise and works of art, 


hu PLMCTRIC 
ae to whieli the demand, together with considerations of rarity, 
henuty wid (hele or sentiment intervenes 

if the value of a property measured by the eost of reproduce 
tion ie lees than the value of a property measured by its frvit 
or ie jiwome, any ftteoiptl to limit the securities to the amount 
shown hy the fivet method is tantamount to confiseation, whieh 
our Constitution and laws do not yet allow, Turthermore, any 
proposal to Minit the amount of the ineome of a property, by 
culling down the amount of ie securities on which the income 
ie to be piideand this, 1 am informed, is the theory of the arch 
and senatorial Wiseonsin philosophereappears to me to be 
Widilited Hosetise 

As to the valuation of a publle service industry for pur: 
poses of taxation, L understand that Professor Adams's “analy 
ile of the value of the jndustry considered as a commercial 
concern” means exnetly what 1 mean by saying that the value 
of an industry ie measured by its product or income, and 1 
only wish the laws in respect to taxation recognized that prin: 
ciple, Vhey do not, These are the three purposes for whieh 
lvofessor Adams says we must, a4 a matter of general prin 
ciple, have a eystem of valuation, and the Interstate Commerce 
Commission solemnly asked for an appropriation of 4,000,000 
with whieh to “value” all the Interstate railroads in the United 
tates! 

There le something faselnating about general principles, and 
I can underetind how a ian may persuade himself that, as a 
matter of principle, there must be a valuation to save the courts 
and officials trouble in doi what he thinks they ought to do, 
li certalily would be wa convenience to have a bureau of vali, 
like (he standard niensdtes In the mint, to whieh you eould go 
and find out what everything was “perhaps irrevocably’ worth, 
Hit (he jidividual must wither tideed before the State can be 
sifliclently reorganived to offer suel Conventences, | ean only 
way here, “Heware of general principles,’ ‘They ean only be 
allaived (hroveh patient and laborious years, ‘They cannot be 
reached merely by the expression of vague desires, They are 
fol fo be promulgated by every weakling who watts them to 
lean upon, And remember that one of the things whieh most 
dleivly marke (he (ransition from youth to maturity te the wit 
linwiess to formulate offhand “general peineiptes,” 

‘The whole problem of the possibility and desirability of mal 
ing a valuation of a public service corporation resolves itwelf 
Inte questions af the method of the valuation and the purpose 
for which it is made, 1 tegret that it should be gravely dis. 
Cussed merely ae necessary for the accomplishment of other 
purposes, beeatise thal appeara to me to be a reault of the une 
American and, 1 hope, temporary tendeney whieh now prevails, 
fo Pin lo the Government with every project and every con 
velvable grievance, tke ty landlady in Werlln go years ago, 
who evled out) “The price of moat ie frightful, and the potice 
pinht to de something about it! 

The people of thie eountry have, T think wheely, made up 
thelr minda, th econgequenee of great corporate abuses, that 
public service corporationa should be subject to regulation and, 
in some rexpects, contral by the State; but when T gee the lawe 
showered from (he Loglalatures, and the indiserininate volleys 
of rulew and general prinelples from public officlata, usually 
fived throvgh an intelleetial fog, TL eannot help thinking that 
the heada of the conmmissionera, State and interwtate, ave addled 
by power, or the list for i, as much as the head of the millions 
alve who wanted a price on Tlarvard Univeraliv, was addled 
by Nie money 

These officials have great powers and most weelul funetions. 
They are trying to exerelae them with #eal and honesty 
far, 1 believe, desire nothing but the publle geod, Ax T eon 
sider thelr labora, however, | remember that the great Monwa 
fen once avid to mer “Your people play pranks in politics and 
would excuse them by thelr youth"; and really, in many of Uyely 
eiiileavera, partoularly tie tile matter @f yo! 
ivveverence for faeta, they seen to he singling 
Nandevlog who dreamed of 
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UNITED STATES SUPREME COURT DECISION NULLIFY. a 
ING MINNEAPOLIS LOW FARE ORDINANCE 


The decision of the United d States Supreme Court upholding 
ihe g-cont rate of fare stipulated in the ordinance passed by 
the City Council of Minneapolis, Minn., on July 9, 1875, was 
mentioned in last week’s issue. A full copy of the decision, _ 
which was delivered by Justice Day on Jan. 3, 1910, is now 
available, It discusses a number of points bearing on the rela- 
tions of the municipality and the Minneapolis Street Railway, 
the subsidiary property of the Twin City Rapid Transit Com- 
pany which was directly involved in the case. 

‘The Court says in its decision: 

"This is an appeal from a deeree of the Circuit Court of the 
United States for the District of Minnesota, enjoining the city 
of Minneapolis from enforcing, as against the Minneapolis 
Street Railway Company, appellee, a certain ordinance of the 
city of Minneapolis, passed Feb, 9, 1907, prescribing the rate of 
fure for the transportation of passengers over any street rail- ue 
way line, or lines, of the company in the city of Minneapolis. “4 

‘The ease was tried upon amended bill and answer, The J 
ground alleged for injunction in the amended bill was in sub- 4 
stance that the ordinanee of Feb, 0, 1007, violated the terms of : 
a previous and subsisting contract, prescribing the rates of fare 5 
to be charged by the company in the city of Minneapolis, It ap- 
pears in the record that the railway company was organized 


on July 1, 1874, and that its alleged contract arises from an : 
ordinance of the eity of Minneapolis passed July 0, 1875, ratified . 
hy un act of the Legislature of the State of Minnesota passed : 
Mareh 4, 1870. : 

“Tt is sufficient for the present purpose to say that it is the | 
contention of the company that by the ordinance of July 9, 1875, 7 
and the ratifying aet, it became the owner of an irrepealable ' 


contract for the terin of 0 years from the date of its organiza- 
lion, by the terms of which it had the right to charge a fare not 
exceeding § cents for each person carried on any continuous line 
Which might be designated by the city council of the city, such 
continuous line, however, not to exceed 3 miles in length. 
‘The contiact, it is alleged, is violated by the ordinance of Feb. 
Oo, 1007, requiring the sale of six tickets for 25 cents, 
"The existence of the alleged contract is denied by the city 


b= >_<. re 


upon several grounds, Tt is urged that the complainant com- 7 
pariy Was so organized that its charter, and consequently its 
corporate life, expired go years after the date of its incorpora- te. 


tion, that is, on July t, 1003, and, therefore, its contract rights 
ceased and terminated at that time, This contention is based 
upon the incorporation of the company, which, it is insisted, | 
could only be under Tithe IT of the laws of Minnesota, which = 
includes transportation and other lawful business, and limits — ms 
corporations organized thereunder to a continuation for not 
more than go years,” ay: 
The decision discusses the contention of the company that ig 
Was organized under ‘Title T of the Jaws of Minnesota for a 
form of §o years, stating: 
“Much of the elaborate briefs of counsel in this case is de~ 
voted (o a diseussion of the question of the organization of this. 
corporation, and as to whether it was under the one title or 
other, ‘This is not a proceeding in guo tuarranto, and the jr 
‘iction of the Mederal Court rested upon the contention t 
the company has a contract right protected from impai 
hy « lopistative act of the State, Tt is only necessary to 
ine the question of the incorporation and organization « 
company so far as ds required to dete mine whether ot 
alleged contract right exists, 
by the ordinance of the ‘ity © 
amended bilh 5 a 
There can be no quest 
thik company Was under th 
yvadion has continu 
yeats whieh would a i 
Orpanised vnder ee 
hir ae Who eecord “— 
Yinee The expttatones 
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that a number of ordinances have been passed by the city of 
Minneapolis since July 1, 1903, requiring of the corporation the 
construction of additional lines of railway upon certain of the 
streets of the city of Minneapolis, and to otherwise discharge 
its duties as a continuing corporation. 

“This record therefore shows that the company undertook to 
organize under Title I, for the period of 50 years, has continued 
to act as such corporation, and was so acting at the time of the 
passage of the ordinance of Feb. 9, 1907.” 

The Court then proceeds to examine the question, Did the 
ordinance of July 9, 1875, together with the ratifying act of 
1879, make a contract between the city of Minneapolis and the 
street railway company, which would endure for the period of 
50 years? Sections I, VIII and XVII of the ordinance of July 
9, 1875, are quoted, and it is stated that the city filed its accept- 
ance in writing of the ordinance on Aug. 18, 1875. The de- 
cision continues : 

“In considering the terms of this ordinance and what it un- 
dertook to accomplish on its face, we are to bear in mind that 
public grants of this character are not to be extended by im- 
plication, and that all that is granted must be found in the plain 
terms of the act. This principle has been so frequently and 
recently announced in this court that it is unnecessary to cite 
the cases which have established it. Recognizing this principle, 
it must also be remembered that grants of the character of the 
one under consideration here, when embodying the terms of a 
contract, are protected by the Federal Constitution from im- 
pairment by subsequent State legislation, and, notwithstanding 
the principle of strict construction, whatever is plainly granted 
cannot be taken from the parties entitled thereto by such leg- 
islative enactments. Statutes and ordinances of this character 
are not to be extended by construction, nor should they be de- 
prived of their meaning, if it is plainly and clearly expressed. 

“Examining this ordinance in the light of these principles, 
there is no ambiguity in section VIII, which gives to the city 
the right to regulate the fares to be charged, provided the same 
are not reduced below 5 cents for each passenger over any one 
continuous line, to be designated by the city, of not more than 
3 miles in length. By section 1 of the same ordinance the 
right and privilege of constructing and operating a railway line 
subject to the terms, conditions and forfeitures named in the 
ordinance is granted to the street railway company ‘during the 
term of its charter.’ 

“What did this mean? The company had undertaken to or- 
ganize, and filed its certificate of incorporation—which is its 
charter under the laws of Minnesota—and had therein stated 
its term of existence to be for 50 years from July 1, 1873. There 
was a positive requirement of the law that this period of dura- 
tion should be stated in the certificate filed for the purpose of 
procuring incorporation, and it was there found, and was duly 
filed, recorded and published as required by law. 

“Tt is unreasonable to suppose that the city and the company 
at that time entered into any inquiry or controversy as to 
whether the company could lawfully incorporate for more than 
30 years. The charter referred to in the ordinance could not 
have been anything else than the certificate of incorporation re- 
quired by law. Of this the city was bound to take notice, and 
when it granted the privilege ‘during the term of the charter,’ 
it could have meant nothing less than during the period named 
in the charter.” 

Referring to the terms of the ratifying act passed by the 
Minnesota State Legislature on March 4, 1879, the court holds: 

“Tt has not been suggested in the elaborate briefs presented 
by the learned counsel for the city that the State Legislature at 
that time had not the constitutional right to pass this ratify- 


ing act. 


“Looking to the terms of the act of March 4, 1879, we find 
that the right to construct and maintain the street railway upon 
the phecets of the city, with the rights and privileges as set 
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apolis, for the charter term of 50 years, upon the terms therein 
mentioned, a vital part of which concerns the right of the com- 
pany to charge a certain fare for passengers carried, it follows 
that this privilege, with the others, was vested in the company 
by the Legislature of the State of Minnesota. 

“We may note in this connection that the mere fact that a 
contract may extend beyond the term of the life of a corpora- 
tion does not destroy it. 

“The ratifying act, being within the power of the Legislature, 
vested this contract right in the company, notwithstanding the 
want of power in the city to make it at the time it was entered 
into, 

“But, it is contended, if a contract is found to exist, its rights 
were lost by virtue of the ordinance of Sept. ro, author- 
izing the street railway company to change its mode of opera- 
tion from the use of horse power to electricity. It is insisted 
that by the acceptance of the electrical power ordinance the 
company abandoned any rights it had under the ordinance of 
1875 and the ratifying act of 1879; and, furthermore, that by the 
express terms of the ordinance of Sept. 19, 1800, the right to 
control the future rates of fare was thereby vested in the city 
to an extent unlimited, except by constitutional 
against confiscatory legislation. 

“As to the termination of the rights of the company by 
reason of the substitution of electricity for horse power, is 
there such abandonment of the rights originally secured that 
they no longer exist? It is contended that the original ordi 
nance was limited to the right to operate street railways by 
horse or pneumatic power, and that when the ordinance of 
Sept. 20, 1890, was passed conditions were entirely changed, 
and a new and different mode of operation was substituted, 
and rights existing under the original ordinance were 
nated and abandoned.” 

The court then takes up the ordinance of 1875 to see if the 
company was limited to the use of animal or pneumatic power. 
It holds: 

“There can be no doubt that, in the then state of the art, the 
use of electric power as the means of operating the cars of the 
company was not specifically in contemplation. While pneu- 
matic power is also suggested, there does not seem to be any 
means of operation by that method. That the use of other mo- 
tive power might be developed in the progress of street railway 
operation, we think, was clearly indicated in the ordinance itself. 
For, while animal or pneumatic power is named, it is provided 
that no propelling power shall be used after it shall be proved 
a public nuisance, and that the company might connect with 
other street railroads upon which power is used similar to that 
authorized to be used by street railways by the city council, but 
steam-power cars, such as are in common use, should not be 
used upon the city tracks, unless so authorized by the city 
council. 

“Tn these terms of the ordinance it is evident that the parties 
had in mind that other propelling power might be developed, 
and it was the purpose of the city council to keep control of 
its use so as to prevent it from becoming a public nuisance in 
the streets. There was no positive limitation to animal power, 
and the possible progress and improvement in the means of 
propelling cars contemplated by the parties was carried into 
effect when the city passed, and the company accepted, the ordi 
nance of Sept. 19, 1890. By that ordinance the railway company 
was authorized to operate all its existing lines, and all its lines 
to be thereafter constructed in the city by electricity as the 
motive power. 

“Tt is the contention of the city that by the terms of this ordi 
nance the street railway company became subject to regulation 
by the ordinances of the city then in force, or thereafter 
adopted, including the right to regulate and control the amount 
to be charged for fares for the transportation of passengers. 

“In construing this section we must bear in mind that the 
company then had, as we have heretofore said, a contract upon 
the subject of fares, which limited the city in its right to regu- 
late the same to a reduction not below 5 cents per passenger 
upon any one, continuous line. It needs no argument to dem- 
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very contract, 
sieeess of the enterprise.” 

Section VI of the ordinance 
cussed as follows 


“This is the only section which mentions the subject of fares, 


of Sept. 10, 1890, is then dis- 


and it is therein provided that transfer checks may be issued 
at certain points to persons paying ‘one full fare,’ the transfer 
check to be used only by the person receiving the same for one 
continuous passage. 

“The gate of fare had been fixed in the ordinance of July 9, 
Mes, and if it was intended to change it it would seem clear 
that the parties would have entered into new negotiations con- 
cerning it, and would have adopted, if that was desirable, some 
detinite The ordinance of July 0, 1875, 
was not attempted to be repealed, and is referred to in section 
Vill of the ordinance of Sept. 10, 1800, ‘as the same as has 
heen amended, and as now in force,’ and adopted, ‘so far as 
applicable,’ concerning the things mentioned in section VIII. 

‘Tt is true that by the ordinance of July 0, 1875, there was no 
right to reduce the passenger fare below § cents over any one 
continuous Hine not mote than 3 miles in length, to be des- 
iunated by the city council, By the terms of the ordinance of 
Sept. to, 1800, transfers were to be allowed, so that, for one 
fill fare, a passenger might receive a continuous trip very con- 
siderably exceeding 3 miles in length—it is stated in one of 
the briefs to include a trip of 11 miles. But we do not under- 
stand that the acceptance of this regulation had the effect to 
abrogate the contract as to the right to charge a fare of 5 cents 
over one continuous line, that is, for continuous passage. 
Aequiescence in a regulation which may not have been deemed 
injurious, and may have been deemed wise and expedient, does 
Hot preclude a contest against the enforcement of regulations 
which are injurious and violative of contract rights.” 

Concerning Section VITT of the ordinance of Sept. 
the court says: 

"The tight to future control under Section VIII was to in- 
chide the ‘construction, maintenance and operation’ of the lines 
of the street railway company, Did this undertaking have the 
effect to abrogate the contract right already existing, and to 
stibject the company for the future as to the right to charge 
fares, to the discretion of the city council? Or, do the terms 
‘vonstriction, maintetianee and operation’ have reference to the 
iatiner Of carrying on the business of the road, the laying of 
its tracks, the tse of the streets, the keeping up of the equip- 
weit, the safety of the passengers and the public, and similar 
inatters not involving the right to charge fares? We think these 
fering refer to the latter class of rights and privileges. Such as 
the import of the words used, and the subject of rates of fare 
is not metitioned, The case, Detroit vs. Detroit Citizens Rail- 
way Co, 184 U. S, 368, is an instructive one upon this point, 
In that case it was held that a street railway company having 
a valid contract, giving it the right to charge § cents for the 
transportation of each passenger, did not lose that right by ac- 
cepting the terms of an ordinance reserving the right to. make 
stich further rules, orders and regulations as to the city council 
May seem proper, 


measure concerning it. 


one 


19, 1890, 


“We therefore reach the conclusion that when the ordinance 
complained of, that of Feb. 0, 1007, was enacted by 
eouneil, was the owner of a valuable 
right secured to it by the ordinance of July, 187s, ratified by 
the enactment of the Legislature of the State of Minnesota on 
Match 4, 1870, which secured to the company for so years from 
July 1, 183, 
for one 


the city 


the company contract 


the contract right to charge 5 cents per passenger 
continuous trip. We think that the requirements of 
the ordinance, that the company should operate its roads by 
the sale of tickets six for a quarter, as requited by the ordi. 
nance of eb. Q POOF, was an enactment by legislative authority 
Which impaired the obligation of the contract thus ‘ 
the complainant company. We thet 
conclusion that the decree of the C 


ordinance, 


held and 
reach the 


enjoining the 
for the reason ted, should be 


owned by efore 


Cirewit « 
execution of the 


afiinmed 


RAILWAY JOURNAL. 


[Vor. XXXV. No. 3. 


“An examination of the decree, however, shows that it goes 
beyond the necessities of the case in specifically decreeing that: 
the complainant company is a corporation - organized under’ 
Title I of chapter 34 of the Statutes of Minnesota for the year’ 
1866, with charter rights as alleged in the amended bill: It also: 
decrees that the contract under the ordinances of July 9, 1875, 
and July 18, 1878, as ratified by the act of March 4,° ‘1870, con-' 
stituted a contract for and during the term of complainant's” 
charter, as alleged in the amended bill. In the amended bill it- 
is alleged that the charter rights of the company were “extended * 
to March 1, 1937; this is undoubtedly averred because of ‘the’ 
amendment to the charter which appears in the record, extend- 
ing the term of the company’s corporate life until ‘that time. 
The decree as it stands might be construed as establishing @ a 
contract to endure until March, 1937. ; 

“All that was necessary to adjudge was that the company, 
by virtue of the ordinance of July 9, 1875, as amended in July, 
1878, as’ ratified and confirmed by the act of the Legislature of 
the State of Minnesota of March 4, 1879, constituted a valid 
contract for the term of 50 years from July 1, 1873, which is 
still so far in force as to prevent the City Council from reducing: 
the rate of fare below the sum of § cents for each passenger for 
one continuous passage, and enjoining the city from publishing 
and enforcing the ordinance of Feb. 9, 1907, because the same 
impaired the obligation of the subsisting contract aforesaid. 
The court therefore directs that the decree of the Circuit Court 
should be modified so as to meet these requirements.” 


>. 
MEETING OF EXECUTIVE COMMITTEE OF ENGINEERING 
ASSOCIATION 


A meeting of the executive committee of the American Street ; 
& Interurban Railway Engineering Association was held at the. 
offices of the association, 29 West Thirty-ninth Street, New 
York, on Jan, 10, Those present were: F. H. Lincoln, presi- 
dent, Philadelphia; J. S. Doyle, New York; John Lindall, Bos- 
ton, Mass.; E. O. Ackerman, Columbus, Ohio; Martin Schrei- 
ber, Newark, N. J., and John W. Corning, secretary, Boston, 
Mass. Past-presidents H. H. Adams, of New York, and Paul 
Winsor, of Boston, were also present. The meeting was called 
to determine the work and personnel of the committees during 
the coming year and also to consider the resignation of Mr. 
Lincoln as president of,the association. 

Mr. Corning reported that the chairmen of: the various com- 
mittees had accepted their appointments, and that he had heard — 
from most of the gentlemen appointed on the different com- 


mittees, accepting their assignments, but not from all. The 

chairmen of the committees for 1910 are as follows: == 
Committee on standardization, Paul Winsor, Boston, Mass. Ere 
Committee on maintenance and inspection of electrical equip- Re 

ment, John Lindall, Boston, Mass. Ae Ateae Sm 


Committee on way matters, E. O. Acksctnath Columbus, Ohio. : 
Committee on power generation, W. S. Twining; Philadel 
phia, Pa. ads 


Committee on power distribution, James Heywood, Philadel 
phia, Pa. 

Committee on heavy electric traction, J. S. Doyle, New Youn 

Joint committee on shop accounts to act in conjunction with 
a similar committee from the Accountants: ap siento) We G. ; 
Gove, Brooklyn, N. Y. SE ae Toe et 


The Dass subject considered by. the ‘executive committee | 


tees. It was decided to leave this’ matter to: ‘the diserddioal ( 
chairman of each committee. In this contiection’ ‘there W 


ten communications sent in by members on subjects cons 
at the convention. One of those present stated that the gene: 
practice in other national engineering ‘societies was to enca 
age written communications, but that the manner of thei p 
sentation was left entirely to the’ discretion of the ‘pre 
officer or the executive committee of the organization. Ir 


cases the entire communication might be read by the 
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or only such parts of it as the president thought would be of 
interest to the members present, or if the time did not permit 
of this, an announcement was made, simply that a communica- 
tion had been received. The same degree of authority extended 
to the inclusion of these communications in the printed proceed- 
ings of the societies. 

The next subject discussed was the resolution presented 
the last meeting of the association by W. H. Evans, Milwaukee, 
suggesting the establishment of an apprentice course for elec- 
tric car repair men. Mr, Evans’ resolution, as presented at 
Denver, was as follows: 

“Resolved, That the Engineering Association take up and 
investigate the question of a desirable system for the govern- 
ment and instruction of regular apprentices in the mechanical 
trades in connection with the maintenance of the equipment of 
electric railways. A regular apprentice, it is understood, is one 
who has had no previous shop experience and is not a graduate 
of a technical institution, and is between the ages of 16 and 10 
years. This should apply not only to the regularly established 
trades, such.as machinists, car builders, blacksmiths, electricians, 
painters and the others now well known and employed in. the 
electric railway field, but should also include a new trade, which 
for the want of a better name could be designated as an elec- 
tric car repairer. This apprentice course should combine prac- 
tical experience and some knowledge of a number of the regu- 
lar trades, and should be well defined and of such a character 
as to greatly improve the ability and efficiency of the class of 
men to be depended upon in the future to take care of electric 
railway equipment, both in the general shops and in the car 
houses.” 

A number of those present stated that, in their opinion, the 
subject was of great and increasing importance. Apprentice 
courses had been established on some roads for technical gradu- 
ates leading up to responsible positions in the transportation de- 
partment, and in most of these courses some time was spent in 
the various engineering departments. The need for electric re- 
pair men, however, was quite different, and few companies had 
any systematic method of developing men for this work. Mr. 
Winsor stated that by arrangement with the Boston. Edison 
Company Professor Ashe, of Brooklyn, had been delivering a 
series of lectures this year to the employees of that company, 
and that the Boston Elevated Railway Company had arranged 
for the attendance at this course of 16 of its power station and 
wire men. Mr. Lindall said that a series of weekly meetings 
had been commenced in the shop department of the Boston 
Elevated Railway Company to.discuss equipment matters, and 
that these meetings were in charge of the equipment inspectors. 
Mr. Lincoln said that Professor Ashe was conducting certain 
courses on electrical matters in Philadelphia under the auspices 
of the municipality, and that he himself was heartily in sym- 
pathy with the plan to have the association take up the subject 
of education and the establishment of apprentice courses, or 
at least to have a committee investigate the subject. Upon 
motion, the committee authorized the president to appoint a 
special committee to report at the next annual meeting on the 
education of engineering apprentices and co-operate in this 
work with the committee on education of the American Street 
& Interurban Railway Association. 

The next subject considered was that of specifications for 
wrought-iron bars and for axles, as presented in the report of 
the committee on standards’ at Denver. ‘The subject was re- 
ferred back to the committee on standards, and at the same time 

the province of the committee, so far as specifications were con- 
cerned, was more clearly defined. It was decided that the speci- 
fications to be standardized should first be thoroughly worked 
out by the proper committee having in charge matters relating 
to the department in which the material specified is used, and 
that the work of the committee on standards should be judicial 
in character. It will pass on the specifications thus submitted 
and will not be under obligation to initiate this work. 
A letter from W. H. Evans was then read by the secretary, 
suggesting | that closer relations be established between the En- 
_ gineering "Association and the American Society for Testing 


Materials, so that the two societies could work along co-opera 
tive lines in standardizing specifications, The president and 
secretary of the association were requested to see what arrange 
ments could be made to this end, 

The secretary then reported that, as requested at the last 
meeting, he had taken up with the American Railway Enei 
neering & Maintenance of Way Association the subject of the 
design of rail-joint plates to allow sufficient clearance space 
for bond wires. 

The standard section of No, 0000 copper trolley wire and the 
table of sizes of wires included in the report of the committee on 
power distribution last year were referred to the committee on 
standards, 

Mr. Schreiber called attention to the fact that one very in 
portant department in electric railway engineering work was 
not covered by any committee of the association, This was the 
department of buildings and structures, and he supgpested that 
a standing committee of the association be appointed to be 
known as the committee on buildings and structures, and having 
the same organization as the other standing committees of the 
association; that is, with one-, twos and three-year members, 
This committee could take up the subject of bridges, elevated 
structures, shop design, power-station design, car-house design, 
trestles and other structures, and he suggested that this year 
the committee might give special attention to the design of urban 
and interurban terminals and the economical maintenance of 
buildings and structures. After discussion of the provinee of 
this committee the executive committee deeided to authorize 
its formation and Mr, Schreiber was appointed chairman, ‘The 
other members of the committee will be announced after their 
appointment has been made, 

The executive committee then went carefully over the sub 
ject of expense for the coming year and decided that the plans 
under way would call for an expenditure of about $2,500, ex» 
clusive of the cost of publication of the Proceedings, lt was de 
cided to ask the executive committee of the American Associa 
tion for this amount. 

Mr. Lincoln then presented the following letter: 

THE AMERICAN STREET & INTERURRBAN RAILWAY ENGINEERING 

ASSOCIATION, 
PHILADELPHIA, PA, Jan, 1, 1010, 
To tHe Executive Comnrrrern, AMERICAN Streer & LN TERURDAN 
RAILWAY ENGINEERING ASSOCIATION ¢ 

GENTLEMEN.—Having severed my connection with the Phila 
delphia Rapid ‘Transit Company, and having arranged to take 
up a commercial line of work, now, in accordance with the by 
laws of the Engineering Association, it is necessary that | 
tender you my resignation as president. 

In accordance with this understanding, | hereby resign the 
office of president of the American Street & Interurban Rail 
way Engineering Association, Yours truly, 

(Signed) IF. H. Linconn, 
President, 

The resignation was received with regret and the following 
resolutions were adopted by unanimous vote: 

“Whereas, Mr. I, H. Lincoln, the president of the Engineering 
Association, has offered his resignation, the executive commit 
tee of the association regrets to state that in following the 
established precedent, it now falls within its province to a 
cept the resignation, and 

“Whereas, the committee appreciates in every sense the earn 
est and faithful endeavors of Mr, Lincoln and his past work in 
the association and the electric railway field and, anticipating 
his further co-operation in the future work of the association, 

“Resolved, that the position of president be not officially filled, 
but the duties of the office be assumed by the first vice-president 
as acting president.” 

The first vice-president of the association this year is W. J 
Harvie, chief engineer, Utica & Mohawk Valley Railway, 
Utica, N.Y, 

After the adoption of this resolution the meeting adjourned, 
most of the members in attendance going to inspect the trial 
trip of the gyroscopic mono-rail car in Brooklyn, 
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oval, whose longest diameter was about 150 ft. The track was 
laid with a rail weighing about 20 lb, per yard of special sec- 
tion, having a rounded head about 1 in, wide. In addition to 
the oval track there was a spur running into one of the ante- 
rooms, in which the car was kept when not in use. Two tests 
Jan. in the afternoon and one in the 
they were number of electrical 
After leaving the anteroom the car ran around the 
about 4 m.p.h. on straight track and 
the curves took a natural inclina- 
there could be no elevation of. the 


were made on 10, one 


evening, and witnessed by a 


engineers. 
oval track at a speed of 


on curves, and at 


of 


4 mph. 
although, 


(ion, course, 


End-On View of Gyroscopic Monorail Car Exhibited at the 
Clermont Skating Rink, Brooklyn 


monorail, Owing to some damage which had been done to the 
inachinery in the transportation of the car from Germany, some 
difficulty was experienced during the afternoon, and also on the 
evening run of Jan, 10, said to be due to a leak in the partial 


vacuuin in which the gyroscopes revolved, but on both occasions 


Side View of Gyroscopic Monorail Car as Exhibited in Brooklyn 
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‘he car ran for a considerable time around the track without — 
ithenity and eartied passengers, It was also stopped. When 
i MC stood in perfeet equilibrium, Tt was also run backward 


the ack, When the passengers boarded the car on one 
‘Je, the eflect of the gyroscopes was to give the car an inelina- 
') in the other direction, but the car righted itself after the 
enkers were seated, 
. tests will he continued for some time at the Clermont 
vee Wik, and the public will be admitted on payment of _ 
OMiy fo © 
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ASSOCIATION COMMITTEES AND OTHER NEWS 


President Shaw has announced the following appointments to 
the committees of the American Street & Interurban Railway 
Association. Several of the committees are not entirely com- 
plete, especially the committees on active and associate member- 
ship, as the former will contain 58 members and the latter 42 
members besides the chairmen: 


COMMITTEE ON SUBJECTS 

A. W. Brady, chairman, president, Indiana Union Traction 
Company, Anderson, Ind. 

C. S. Sergeant, vice-president, Boston Elevated Railway Com- 
pany, Boston, Mass. 

R.. T. Laffin, Western manager, Stone & Webster, Seattle, 
Wash. 

H..S. Swift, secretary and auditor, Toledo Railways & Light 
Company, Toledo, Ohio. . 

F. H. Lincoln, assistant general manager, Philadelphia Rapid 

Transit Company, Philadelphia, Pa. 

E. C. Carpenter, claim agent, Indiana Union Traction Com- 
pany, Anderson, Ind. , 

R. I. Todd, vice-president and general manager, Indianapolis 
Traction & Terminal Company, Indianapolis, Ind. 


COMMITTEE ON PUBLIC RELATIONS 
C. Loomis Allen, chairman, vice-president and general manager, 
Utica & Mohawk Valley Railway Company, Utica, N. Y. 
Hon. W. Caryl Ely, 902 Fidelity Building, Buffalo, N. Y. 
W. G. Evans, president, The Denver City Tramway Company, 
Denver, Colo. 
Frank Hedley, vice-president and general manager, Interbor- 
ough Rapid Transit Company, New York, N. Y. 
A. W. Brady, president, Indiana Union Traction Company, An- 
derson, Ind. 
T. N. McCarter, president, Public Service Railway Company, 
Newark, N. J. 
Gen. Geo. H. Harries, second vice-president, Washington Rail- 
way & Electric Company, Washington, D. C. 
J. D. Callery, president, Pittsburgh Railways Company, Pitts- 
burgh, Pa. 
J. M. Roach, president, Chicago Railways Company, Chicago, 
Til. 
J. C. Hutchins, president, Detroit United Railway Company 
Detroit, Mich. 
C. N. Black, general manager, United Railroads of San Fran- 
cisco, San Francisco, Cal. 
E. C. Foster, vice-president, New Orleans Railway & Light 
Company, New Orleans, La. 
Russell Robb, president, Tacoma Railway & Power Company, 
147 Milk Street, Boston, Mass, 
W. G. Ross, managing director, Montreal Street Railway Com- 
pany, Montreal, Can. 
B. S. Josselyn, president, Portland Railway, Light & Power 
Company, Portland, Ore. ~ 
P. F. Sullivan, president, Boston & Northern Street Railway 
Company, Boston, Mass. 
FE. H. Davis, secretary, treasurer and manager, Williamsport 
- Passenger Railway Company, Williamsport, Pa. 
COMMITTEE ON COMPENSATION FOR CARRYING U. S. MAIL 
R. S. Goff, chairman, general manager, Boston & Northern 
Street Railway Company, Boston, Mass. 


H. A. Nicholl, general manager, Indiana Union Traction Com- 


pany, Anderson, Ind. 

C. H. Hile, assistant to vice-president, Boston Elevated Railway 
Company, Boston, Mass. 

C. L. S, Tingley, second vice-president, American Railways 
Company, Philadelphia, Pa. 

A. R. Piper, general freight agent, Brooklyn Rapid Transit 
Company, Brooklyn, N. Y. 

J. K. Choate, general manager, Otsego & Herkimer Railroad 
Company, Hartwick, N. Y. 

Edgar S. Fassett, general manager, United Traction Company, 

Albany, N. Y. 
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. . COMMITTEE ON INSURANCE 

H. J. Davies, chairman, secretary, Cleveland Railway Com 
pany, Cleveland, Ohio. 

A. H. Ford, president, Birmingham Railway, Light & Power 
Company, Birmingham, Ala. 

F. A. Healy, secretary and treasurer, The Ohio Electric Rail 
way Company, Cincinnati, Ohio. 

S. L. Tone, second vice-president, Pittsburgh Railways Com 
pany, Pittsburgh, Pa. 

S. J. Dill, general manager, Susquehanna Railway, Light & 
Power Company, New York, N. Y. 

R. B. Hamilton, vice-president, Chicago City Railway Com- 
pany, Chicago, III. 

COMMITTEE ON WELFARE OF EMPLOYEES 

H. C.°? Page, chairman, general manager, Springfield Street 
Railway: Company, Springfield, Mass. 

Wm. A. House, president, The United Railways & Electric 
Company, Baltimore, Md. 

A. A. Andérson, general manager, Indianapolis, Columbus & 

‘Southern Traction Company, Columbus, Ohio. 

John A. Beeler, vice-president and general manager, The! Den 
ver City Tramway Company, Denver, Colo. 

COMMITTEE ON INTERSTATE COMMERCE COMMISSION AFFAIRS 
Gen. Geo. H. Harries, chairman, second vice-president, Wash 
ington Railway & Electric Company, Washington, D. C. 

F. R. Ford, Ford, Bacon & Davis, New York, N. Y. 

C. S. Sergeant, vice-president, Boston Elevated Railway Com 
pany, Boston, Mass. 

G. O. Nagle, general manager, Wheeling Traction Company, 
Wheeling, W. Va. 

COMMITTEE ON EDUCATION 

Prof. H. H. Norris, chairman, Cornell University, Ithaca, N. Y. 

R. E. Danforth, general manager, Public Railway 
Company, Newark, N. J. 

Prof. A, S. Richey, professor of electrical engineering, Wor 
cester Polytechnic Institute, Worcester, Mass. 

W. F. Kelly, second vice-president and general manager, Oak- 
land Traction Company, Oakland, Cal. 

J. F. Calderwood, vice-president and general manager, Brook- 
lyn Rapid Transit Company, Brooklyn, N. Y. 

D. C. Jackson, professor of electrical engineering, Massachu- 
setts Institute of Technology, Boston, Mass. 

SPECIAL COMMITTEE ON REVISION OF ASSOCIATE MEMBERSHIP 

T. N. McCarter, chairman, president, Public Service Railway 
Company, Newark, N. J. 

James F. Shaw, 8 Congress Street, Boston, Mass. 

Gen. Geo. H. Harries, second vice-president, Washington Rail- 
way & Electric Company, Washington, D. C. 

Hon. W. Caryl Ely, 902 Fidelity Building, Buffalo, N. Y.. 

Paul Winsor, chief engineer of motive power and_ rolling 
stock, Boston Elevated Railway Company, Boston, Mass, 

H. R. Goshorn, general claim agent, Philadelphia Rapid Tran- 
sit Company, Philadelphia, Pa. 

C. Loomis Allen, vice-president and general manager, Utica & 
Mohawk Valley Railway Company, Utica, N. Y. 

Robt. N. Wallis, treasurer, Fitchburg & Leominster Street Rail- 
way Company, Fitchburg, Mass. 
SUPERVISING COMMITTEE TO CO-OPERATE IN THE PREPARATION OF 
THE NEW ELECTRIC RAILWAY DICTIONARY TO BE PUB- 
LISHED BY THE M’GRAW. PUBLISHING COMPANY 
H. H. Adams, chairman, superintendent rolling stock and 
shops, Metropolitan Street Railway Company, New York, 
NeOY: 

Paul Winsor, chief engineer of motive power and rolling stock, 
Boston Elevated Railway Company, Boston, Mass. 

Richard McCulloch, vice-president and assistant general man 
ager. United Railways of St. Louis, St. Louis, Mo. 

JUROR TO REPRESENT THE A. S. & I. R. A, IN THE MATTER OF THE 
PRIZES TO BE OFFERED FOR THE THREE BEST THESES ON 
DESIGN OF AN ELECTRIC RAILWAY CAR FOR CITY 
SERVICE BY THE J. G. BRILL COMPANY 
Wm. A. House, president. The United Railways & Electric 

Company, Baltimore, Md. 


Service 
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COMMITTEE ON ACTIVE MEMBERSHIP WITH. TERRITORY ASSIGNED 
W. G. Ross, managing director, Montreal Street Railway Com- 
pany, Montreal, Can.—Eastern Canada, east of Toronto. 
Jas. W. Cartwright, Jr., treasurer, Bangor Railway & Electric 

Company, Bangor, Me.—Maine. 

Franklin Woodman, general manager, New Hampshire , Elec- 
tric Railways, Haverhill, Mass—New Hampshire. 

G. Tracy Rogers, president, Binghamton Railway Company, 
Binghamton, N. Y—Vermont and New York, A, including 
cities along the Vermont State line. 

H. E. Reynolds, assistant general manager, Boston & North- 
ern Street Railway Company, Boston—Massachusetts, Bos- 
ton district (A). 

R. N. Wallis, treasurer, Fitchburg & Leominster Street Rail- 
way Company; Fitchburg, Mass.—Massachusetts, B, western 
district. 

FE. S. Wilde, general superintendent, Union Street Railway 
Company, New Bedford, Mass.—Massachusetts, C, south- 
eastern district. 

D. F. Sherman, president, Providence & Danielson Railway 
Company, Providence, R. I—Rhode Island. 

J. K. Punderford, general manager, The Connecticut Company, 
New Haven, Conn.—Connecticut. 

C. Gordon Reel, second vice-president, Kingston Consolidated 
Railroad Company, Kingston, N. Y—New York, B, Albany 
and south to New York City district. 

J. F. Calderwood, vice-president and general manager, Brook- 
lyn Rapid Transit Company, Brooklyn, N. Y.—New York, 
E, New York City district. 

R. E. Danforth, general manager, Public Service Railway Com- 
pany, Newark, N. J.—New Jersey. 

R. P. Stevens, president, Lehigh Valley Transit Company, Al- 
lentown, Pa—Pennsylvania, A. 

E. H. Davis, secretary, treasurer and manager, Williamsport 
Passenger Railway Company, Williamsport, Pa.—Pennsyl- 

_ vania, B, central district, and Maryland, B, western district. 

F. D. Shaffer, general manager, The Citizens Traction Com- 

pany, Oil City, Pa——Pennsylvania, C, northwestern dis- 

trict. 

Wm. A. House, president, The United Railways & Electric 
Company, Baltimore, Md.—Delaware and Maryland. 

A. B. Skelding, general manager, Tidewater Power Company, 
Wilmington, N. C.—North Carolina. 

P. H. Gadsden, president, Charleston Consolidated Railway, 
Gas & Electric Company, Charleston, S. C.—South Caro- 
lina. 

W. H. Glenn, secretary, Georgia Railway & Electric Company, 
Atlanta, Ga.—Georgia and Florida. 

G. O. Nagle, general manager, Wheeling Traction Company, 
Wheeling, W. Va.—West Virginia. 

Albion E. Lang, president, Toledo Railways & Light Company, 
Toledo, Ohio—Ohio, A, Cleveland district. 

Dana Stevens, vice-president, The Cincinnati Traction Com- 
pany, Cincinnati, Ohio—Ohio, C, Cincinnati district, and 
Kentucky, A. 

C. H. Harvey, president and general manager, Knoxville Rail- 
way & Light Company, Knoxville, Tenn.—Tennessee. 

F. W. Brooks, general manager, Detroit United Railway, De- 
troit, Mich.—Michigan. 

FE. C. Faber, general manager,*Aurora, Elgin & Chicago Rail- 
road Company, Chicago, Ill.—IIlinois, A, Chicago district. 

L. C. Haynes, vice-president, East St. Louis & Suburban Rail- 
way Company, East St. Louis, Ill.—ITllinois, C, southern 
district. 

P. P. Crafts, general manager, Iowa & Illinois Railway Com- 
pany, Clinton, Ta.—Illinois, D, northwestern district, and 
Towa. 

W. W. Wheatly, general manager, Kansas City Railway & Light 
Company, Kansas City, Mo.—Missouri. 

Dudley Montgomery, vice-president, Southern Wisconsin Rail- 

way Company, Madison, Wis.—Wisconsin. 
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Herbert Warren, general manager, Duluth Street Railway Com- 
pany, Duluth, Minn—Minnesota. 

C. P. Brown, general manager, Fargo & MW Moorhead Street Rail- 
way Company, Fargo, N. D.—North and South Dakota. 

R. A. Leussler, secretary and assistant manager, Omaha & 
Council Bluffs Street Railway Company, Omaha—Nebraska. 

? G. Kelley, secretary and treasurer, The Topeka Railway 
Company, Topeka, Kan.—Kansas. 

J. A. Beeler, vice-president and general manager, The Denver 
City Tramway Company, Denver, Colo.—Colorado, Wyo- 
ming and Idaho. 

R. E. Hunt, assistant general manager, Utah Light & Railway 
Company, Salt Lake City, Utah—Utah. 

H. T. Edgar, vice-president, Northern Texas Traction Com- 
pany, Fort Worth, Tex—Texas. 

E. C. Foster, vice-president, New Orleans Railway & Light 
Company, New Orleans, La—Louisiana and Mississippi. 

A. H. Classen, president, Oklahoma Railway Company, Okla- 
homa City, Okla.—Oklahoma. 

C. K. Durbin, secretary, Tucson Rapid Transit Company, Tuc- 
son, Ariz.—Arizona, New Mexico and Nevada. 

H. M. Littell, assistant to general manager, Pacific Electric 
Railway Company, Los Angeles, Cal—Los Angeles district. 

D. A. Hegarty, general manager, Little Rock Railway & Elec- 
tric Company, Little Rock, Ark.—Arkansas. 

Thos. Finigan, purchasing agent, United Railroads of San Fran- 
cisco, San Francisco, Cal.—California, A, San Francisco 
and north. 

R. T. Laffin, district manager, Stone & Webster, Seattle, Wash. 
—Washington. 

Harro Harrsen, general manager, Mexico Tramways Company, 
Mexico City, D. F. Mex.—Mexico. 


COMMITTEE ON ASSOCIATE MEMBERSHIP WITH TERRITORY ASSIGNED 
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H. H. Adams, chairman, superintendent rolling stock and equip- 
ment, Metropolitan Street Railway Company, New York, 
Ney. 

S. W. Mower, general manager, South-Western Traction Com- 
pany, London, Can.—Canada. 

F, D. Hall, chief electrician, Boston & Maine Railroad, Boston, 
Mass.—New Hampshire and Vermont. 

M. H. Bronsdon, chief engineer, Rhode Island Company, Provi- 
dence, R. I.—Rhode Island. 

W. J. Harvie, chief engineer, Utica & Mohawk Valley Railway 
Company, Utica, N. Y.—New York, A and C, covering 
Rochester, Syracuse, Utica, Schenectady, etc., east of Ver- 
mont line. 

J. S. Doyle, superintendent of car equipment, Interborough 
Rapid Transit Company, New York, N. Y.—New York City 
and north to and including Albany, east of Binghamton. 

M. C. Brush, general manager, Buffalo & Lake Erie Traction 
Company, Buffalo, N. Y.—New York, D, Buffalo and east 
to Binghamton, including Binghamton. 

Martin Schreiber, engineer maintenance of way, Public Service 
Railway Company, Newark, N. J.—New Jersey. 

J. M. Larned, engineer maintenance of way, Pittsburgh Rail- 

ways Company, Pittsburgh, Pa. —Pennsylvania, D, oo 
burgh district. 

Chas. J. Bendt, secretary and auditor, Charleston Consolidated 
Railway, Gas & Electric Company, Charleston, S. C.—North 
= South Carolina. ' 


is Crecelius, superintendent of power, Municipal Traction 


ee Cleveland, Ohio—Ohio, A, Cleveland district. 


‘A. Healy, secretary and treasurer, The Ohio Electric Rail- 


way Company, Cincinnati, Ohio—Ohio, C, and og oe cy. 
A, Cincinnati district. - 
L. C. Shipherd, superintendent, The Evansville & Soutdhedll 
diana Traction Company, Evansville, Ind. —Indiana, A, 
Kentucky, B, south of Indianapolis. Z 
J. B. Crawford, general superintendent, Winona Interu 
_Railway Company, Warsaw, Ind —Indiana, B. north « 
* dianapolis, including Indinnptige and Terre Haute, 2 
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H. A. Davis, superintendent railway department, Nashville 
Railway & Light Company, Nashville, Tenn.—Tennessee. 

M. M. Lloyd, master mechanic, East St. Louis & Suburban 
Railway Company, East St. Louis, IIl.—Illinois, Gy-and 
Missouri. 

A. W. Warnock, general passenger agent, Twin City Rapid 
Transit Company, Minneapolis, ~ Minn.—Minnesota and 
North and South Dakota. 

C. F. Holmes, president, The Kansas City-Western Railway 
Company, Kansas City, Mo.—Nebraska and Kansas. 

W. H. McAloney, superintendent rolling stock, The Denver 
City Tramway Company, Denver, Colo.—Colorado, Wyo- 
ming, Idaho and Utah. 

W. J. Jones, president and general manager, Austin Electric 
-Railway Company, Austin, Tex.—Texas. 

D. A. Hegarty, general manager, Little Rock Railway & Elec- 
tric Company, Little Rock, Ark.—Arkansas. 

Joel Hurt, ex-president, Atlanta Consolidated Street Railway 
Company, Atlanta, Ga.—Georgia and Florida. 

W. Worth Bean, Benton Harbor, Mich.—Michigan. 


MIDYFAR MEETING 


The program for the midyear meeting of the American 
Street & Interurban Railway Association, to be held Jan. 27 
and 28 at the headquarters of the association, 29 West Thirty- 
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NEW BULLETIN 
The association has issued Bulletin No. 109, containing statis- 
tical information relating to wages paid in dfferent parts of 
the country. The data are classified under different headings. 
Copies of this bulletin have been mailed to all member com- 
panies. 


+0-@-e- 
TRANSFER TABLE AT SYRACUSE 


An account was published in the Erecrric Ratmway JouRNAL 
of Noy. 9 of the new shops of the Oneida Railway Company at 
Syracuse, N. Y. As will be remembered, a very important fea- 
ture of these shops was the abandonment of entrance tracks 
and the substitution for them of two transfer tables, one at each 
end of the shop with a single entrance track. The installation 
was of such interest that an editorial was published in the fol- 
lowing issue, discussing the arguments in favor of and against 
transfer tables and entrance tracks for electric railway repair 
shops. 

The accompanying illustration gives a view of one of these 
transfer tables, the two being identical. The rated capacity of 
the table is 70 tons, but often it has to carry a greater weight. 
The length of the table is 54 ft. 9 in. and is built up of struc- 
The 


tural members, over which a plank floor has been laid. 


Transfer Table at New Shops of Oneida’ Railway Company 


ninth Street, has been completed, and 1otices in regard io it 
will be sent this week to member companies. 

On Thursday, Jan. 27, meetings of the following committees 
will take place: Subjects, public relations, Interstate Com- 
merce Commission affairs, compensation for carrying United 
States Mail and revision of associate membership. The chair- 
men of these committees will subsequently report to the execu- 
tive committee on the afternoon of the 27th. It is also expected 
that official representatives of the various State and sectional 
associations will be present on Thursday to confer on ways 
and means of more effective co-operation. 

On Friday, Jan. 28, a general conference will take place, 
open to the officials of member companies who have to do 
with the settlement of the policies of the companies they rep- 
resent. 

On Friday evening, Jan. 28, the officials of member com- 
panies who are in attendance at the meetings of the associa- 
tion will be tendered a banquet by the Manufacturers’ Associa- 
tion at the Hotel Knickerbocker at 7 o’clock, to which all those 
present at the meeting are cordially invited. A number of 
preminent speakers will address the guests on subjects con- 
nected with electric railway interests. 


motive power is supplied by a G.E.-52 railway motor geared: to 
a 3 7/16-in. shaft extending the entire length of the table. This 
shaft in turn, is geared at a reduction of 24-68 to the four driv- 
ing wheels which are 22 in. in diameter. 

The trolley wires for the cars are carried over the table at 
the usual height and the current for operating the table is. ob- 
tained from an inverted third rail mounted next to one of the 
running rails. The current is taken from this rail by a stand- 
ard Oneida Railway third-rail under-running shoe. As _ ex- 
plained in the original article on the shops, the pits were made 
1 ft. deeper than the run-ways on which the tables run, to pre- 
vent interference with the movement of the tables by an accu- 
mulation of snow in the pit. The tables have been in opera- 
tion during the recent very heavy snowstorms, and so far it has 
not been necessary to remove the snow. The company esti- 
mates that a saving in cost of 50 per cent was made by the in- 
stallation of these tables instead of entrance tracks and a com- 
plicated overhead network. 

The tables were designed and built by the Archbold-Brady 
Company, of Syracuse, N. Y., and installed under the direction 
of W. J. Harvie, chief engineer of the Oneida Railway Com- 


pany. 
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BARRIER SWITCHES FOR LAMP AND HEATER CIRCUITS 


The accompanying illustrations show several types of a new 
line of 600-volt switches which have been put on the market 
by the Hart & Hegeman Manufacturing Company, of Hartford, 
Conn. These switches are made in single-pole, double-pole, 
three-way and two-circuit styles, and in various capacities from 
{ amp to 25 amp. The single-pole switch is designed for the air- 
brake circuit, and with the double-pole or three-way switch 
can be used for the lighting circuit. With the three-way switch 
a light or group of lights can be controlled’ from either of two 
points. The two-circuit switch is designed for use on a com- 
bination arc and incandescent headlight. One turn cuts in the 
arc headlight, the second turn cuts out the arc headlight, the 
third turn cuts in the incandescent headlight, the fourth turn 


LIGHTS 
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Wiring Connections for Three- 
Way Surface Switches 


Three-Way Bar- 
rier Switch 


cuts out both lights. The switch has three contact terminals and 
uses a common conductor to both lamps. 

The principal feature of all these switches, and from which 
they take their name, is the use of a barrier for extinguishing 
the are. As will be seen from the engravings, the rotating 
switch blade passes through a narrow channel in the slotted por- 
celain barrier, and this barrier offers a mechanical resistance to 
the arc when it attempts to follow the rotating blade through the 
slot. It has a choking ,effect on. the spark, due to the lack of 
oxygen in the slot behind the rapidly rotating switch blade. 
Then what remains of the arc is blown out by the draft or the 
inrush of air which follows the rotating blade. Switches of 
20-amp capacity are so construeted that when the circuit is 
broken the switch blade rotates one-third of a circle or 120 deg. 

The company also makes a 35-amp, 660-volt barrier-type 
switch for the control of electric heaters. .This heater switch 
is a three-circuit switch and is connected as follows: The first 


turn connects the heater of medium intensity, the second turn ._ 


cuts out the medium heater and throws in the heater of greater 
intensity, the third turn cuts in both heaters. at the same time, 
and the fourth turn opens the heater circuit. Of course, other 
combinations can be readily effected by this switch. The heater 
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Two-Circuit Headlight 
Switch 


Three-Degree Heater 
Switch 


switch handle may be turned in either direction so that it is not 
necessary to pass from low to high degrees of heat in order to 
open the circuit. 


The handles of these switches are of heavy, one-piece porce- 
lain to insure the user doubly against shock. The insulation is 
of solid sheet mica, and all current-carrying parts are fully in- 
sulated from the handle and from the switch mechanisin. 

The latter is of a frictionless “eccentric” design and all wear- 
ing parts are of hardened steel. The contact jaws are of tem- 
pered spring phosphor bronze. The breaking movement of these 
switches is very rapid and they are designed tovcarry on over- 


load greatly in excess of their rated capacity. 
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SPECIAL CONTROLLER HANDLE FOR AUXILIARY 
CONTACTOR CONTROL 


The new pay-within cars of the Capital Traction Company, 
of Washington, D. C., which were described in the ELECTRIC 
Raitway Journat of Sept. 18, 1999, page 434, are equipped 
with: four Westinghouse 1o1-B, 40-hp motors and K-29 con- 
trollers, to which are added two auxiliary contactors. These 
contactors are similar to those used with standard type M con- 
trol, and are mounted under the car body. They are connected 
in the main trolley circuit, and additional contacts are pro- 
vided in the controllers for opening and closing the contactors 
when the controller is turned off or on, respectively. The con- 
nections are so arranged that when either of the controllers 
is in any of the “on” positions a circuit is completed through 
an automatic tripping switch, and the energizing coils of the 
contactors thus holding the auxiliary contacts closed and com- 
pleting the main power circuit through the controller con- 
tacts to the motors, When the controller is moved to the 
“off” position and in passing from series to parallel connec- 
tions the power circuit is broken in the contactors and not in 
the controller and the contactors also open in the event of an 


Special Controller Handle 


excessive current passing through the overload coil of the 
tripping switch. 
To prevent any possibility of breaking the current in the con- 
trollers when moving to the off position in case the contactors 
should stick and fail to open, J. H. Hanna, chief engineer of 
the Capital Traction Company, designed the special controller 
handle shown in the accompanying engraving. An auxiliary 
attachment is provided in the controller which is so arranged 
that when the controller drum is turned from the second step 
back to the first the auxiliary contactors open, but the main 
power circuit remains unbroken within the controller. ; 
The special handle is fitted with a push button, which is con- 
nected through a bent lever to a pivoted stop interposed be- 
tween the lug on top of the controller case and the down- 
ward projection of the handle. When this pivoted stop is 
down the handle cannot be moved beyond the first point in 
‘hrowing the controller to the “off” position. By pressing down 
on the push button in the handle the stop can be raised and 
handle moved past the first point to the “full off” position, 


which unlocks the reverse drum and breaks all contacts in ye a 


ain power circuit within the controller. The stop is lift et 1 
when running only in emergencies, and, of course, must bei 
‘ifted in order to reverse. The stop is attached to the hat 
by set screws, and can be quickly removed when the handl 
transferred to an ordinary controller, | Pe 


Sr 
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COMBINED HOT AIR HEATING AND VENTILATING 
SYSTEM 

‘The Peter Smith Heater Company, Detroit, Mich., which is 
well known in the car heating field through its hot water system, 
has recently made a radical innovation by devising a forced 
circulation, hot air car-heating system to accomplish the dual 
object of heating and ventilation. The principte of this system 
is very simple and similar to that of the ordinary mechanical 
draft machinery used for the heating and ventilation of large 
buildings. Several electric railways are already using this 
methed, but the following paragraphs will describe the single 
installation now being tried by the Public Service Railway 
Company, Newark, N. J. 

As shown by the accompanying illustrations, this system is 
a combination of a car heater with a forced air circuiation 
mechanism thereon and a duct under the longitudinal car seats 
on one side with suitable outlets for the discharge of heated 
air. It will be observed that the heater is mounted in the 
vestibule where it takes up no more floor room than the usual 
car stove. In this case, the heater was designed for cars meas- 
uring 30 ft. inside yet it is only 42 in. high and 16% in. sq. 
The air circulating mechanism located at the top consists of 
a blower of the well-known “Sirocco” type which is driven by 
a ¥-hp’s500-volt motor. The motor is controlled by a snap 
switch and requires no attention except at very long intervals. 
When the fan is in operation, -cold air is drawn from under 
the car through a hole cut in the floor beneath the heater. This 
cold air comes up through the perforated base plate of the 
heater and between the walls of the inner cylindrical hot air 
box and the square heater jacket. It then passes through the 
blower which forces it downward into the air-tight chamber 
surrounding the fire-pot of the heater and from thence it is 
forced into a duct which runs along the truss plank on ore 
side of the car. This duct consists of 3 in. x8 in. rectangular 
galvanized iron with circular outlets of 4 in. diameter spaced 
every 3 ft. These vents are placed in a gradually ascending 


HOT AIR LEADING 
TO OUCT IN CAR 


“aie PACE 


Heater Installed in Vestibule 
of Car 


Sectional View of . 
Heater 


line beginning at the heater end because this arrangement per- 
mits the emission of equal amounts of air throughout the car. 
The steady volume of hot air passes over the floor and then 
rises to the ventilators, thereby insuring an even distribution 
of heat, dry floors and a complete change of air every five to 
six minutes. The fact that the bad air never has a chance to 
remain in the car is one of the features of this system. 
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‘the hot-air chamber. 


Zl 

It might be supposed that the draft at the outlets would be 
strong enough to inconvenience the passengers sitting over 
them, but this is not the case. The blower pressure is sufficient 
to allow the passengers on the other side of the car to enjoy 
its benefit. The duct outlets in this installation are screened 
to prevent passengers from throwing rubbish into them. Under 
longitudinal seats, the duct is placed back far enough to pre- 
vent its being kicked by the passengers. Where cross-seats 


Hot-Air 


Duct Openings Under Seats 


are used, the duct is placed alongside each seat in a magnesia- 
lined wooden box. 

Although the blower motor is rated at % hp, its full capacity 
has not been required in practice. Under operating condi- 
tions, the motor takes .166 amp. at 500 volts, which means an 
electric operating cost of about 3.3 cents for a 20-hour day 
with power at 2 cents a kw-hour. The same heater in continu- 
ous operation will burn 4o lb. of hard coal in 20 hours, which 
at $6.00 per ton means a fuel cost of 12 cents a day. Thus 
the total operating changes would not exceed 15.2 cents a day. 


HEATER DETAILS. 


In view of the importance of having air tight joints in this 
heater to make the air circulating system effective, the follow- 
ing details may be of interest. The stove, which is on the in- 
side of the hot air chamber, is of ordinary type except that it 
has a 12 in. diameter corrugated firepot. The grate is shaken 
with a side movement and can be rocked or dumped when 
desired. The base of the heater is a wrought plate casting 
which serves as a foundation and keeps the different parts per- 
manently in line. Below the grate are two chambers equipped 
with pans, one for holding ashes and the other an extra coal 
supply. These pans have sufficient capacity for 18 hours sery- 
ice. The doors of the firebox, the ash pot and the reserve 
coal supply are hung on gravity hinges to prevent their being 
left open or unfastened by careless attendants. 

The hot-air chamber which surrounds the firepot is circular 
in form with a 2% in. air space between the stove proper and 
the casings and is made of No. 20 sheet iron. The outer casing 
is also made of No. 20 sheet iron lined throughout with 3-16 
in. asbestos millboard and has a minimum spacing of I in. from 
The framing on the top is cast iron, re- 
inforced under the blower bedplate. 
o>: 

The city of Bonn, Germany, is considering a plan for electrify- 
ing the steam tramway connecting Bonn with Mehlem at a cost 
of $475,000, to be borne in equal amounts by the two munici- 
palities. 
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News of Electric Railways 


Joint Commission Reports on Boston Electrification 


The joint board composed of the Massachusetts Railroad 
Commission, the Boston Transit Commission, the Metro- 
politan Park Commission and the Harbor & Land Com- 
mission has issued a report to the Legislature of 1910 1n 
accordariée with a resolve of the General Court of 1900, 
directing it to investigate various commercial and transpor- 
tation matters in connection with the improvement of the 
Boston metropolitan district. The report includes a short 
discussion of the electrification question in connection with 
railroad service at Boston, which is abstracted herewith: 

“Most of the suggested improvements in the passenger 
and freight service of the metropolitan district are predi- 
cated upon the substitution of electricity for steam as a 
motive power. As:the Metropolitan Improvements Com- 
mission reported that the question of transportation was the 
paramount question affecting the commercial and industrial 
development of the district and of the State, and as that 
opinion has been plainly endorsed by the Legislature and 
by the public, and is fully concurred in by the board, it be- 
comes of. primary importance that the work of studying 
the problem of electrification should be begun at once in a 
determined and comprehensive way. 

“To electrify a complicated terminal is no simple under- 
taking; it involves fundamental changes and very large 
expenditures. It is very different from the problem of elec- 
trifying one or two through tracks for passenger traffic. 
That .electrification for passenger traffic is practicable has 
been demonstrated in New York by the New York Central 
& Hudson River Railroad and the New York, New Haven 
& Hartford Railroad and in other places, both in this coun- 
try and Europe. Information is meagre, however, as to 
the cost of installation and economy of operation under 
various conditions. 

“The best method of furnishing electric power is un- 
determined. In New York the respective systems in use by 
the New York Central & Hudson River Railroad and the 
New York, New Haven & Hartford Railroad are different. 
On the former a third-rail is used as a conductor and on the 
latter an overhead wire. On the former an alternating cur- 
rent is carried at high tension to substations where it is 
transformed to a lower voltage direct current and then 
transmitted to the locomotive by a third rail; on the latter 
the alternating current is carried at high tension by over- 
head conductors directly to the locomotive, where it is 
transformed to a lower voltage. Moreover, electrification 
for freight traffic, and particularly the electrification of a 
large freight terminal, is a difficult matter regarding which 
there is little or no experience and much difference of 
opinion.” 

The board states that the study of this problem should 
now be taken up by the railroads and pushed with vigor. 
As against the great cost of installation of electricity there 
is opened the possibility of utilizing in terminal stations and 
yards the space over the tracks for offices, warehouses, 
manufacturing plants and roadways. With electrical op- 
eration the entire passenger and freight terminal area may 
be covered with buildings. In the matter of operation 
there are several elements of saving. One of these is a 
saving in fuel owing to the power being generated in a 
large central plant under favorable conditions. ‘The con- 
sumption of fuel per horse-power is much smaller than 
that which results from the extremely wasteful method of 
the steam locomotive. It is estimated that power can be 
furnished at the locomotive under electrical operation with 
one-half the consumption of fuel required by our present 
steam locomotives. “Freedom from locomotive smoke. 
soot and gas will contribute in large measure to the com- 
fort and health not merely of passengers in the stations 
and cars, but also of almost every person in the m: tropoli- 
tan district,” concludes the report. 

The board recommends that a resolve be passed requiri 
railroads operating within the Boston metropolita 
to ‘prosecute studies with reference to the elecirification 
their passenger and freight service and to repori their con- 
clusions to the board by Sept. 1, toro. 
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Cleveland Traction Situation 


Two lists of names will be available to the City Council 
of Cleveland before a referendum vote is called. One of 
them was prepared and the names secured by former Mayor 
Johnson, but because Burr Gongwer, secretary to Mr. John- 
son, refused to file the names with the city clerk, Mayor 
Baehr requested that another set of petitions be circulated. 
Mr. Gongwer then filed his list. It was decided, however, 
to complete the new list, and the names are being checked 
as fast as received by the clerks of the board of elections. 
It is claimed that the Johnson list contains 24,000 names 
and that 8000 will be added. Workers on the Baehr peti- 
tions state that they will get 20,000 names in a short time. 

The employees of the Cleveland Railway are urging 
greater protection for conductors assigned to the pay-as- 
you-enter cars. Receiver Bicknell has agreed to erect par- 
titions at the entrance as a temporary means of relief. 

The report of Mr. Bicknell for December, 1909, shows a 
surplus of $94,703. The gross earnings were $565,066, and 
the net earnings $332,076. Maintenance charges amounted 
to $107,827; transportation, $187,895; general, $37,163. 
Rentals, taxes, interest and dividends made up the remainder 
of the charges against the receipts. 

On the evening of Jan. 10, 1910, the City Council fixed 
Feb. 17, 1910, as the date to vote on the street railway fran- 
chise. The petitions obtained by the Baehr solicitors have. 
been accepted by the Council. 


Detroit United Railway Awaits Franchise Settlement 


The reply of J. C. Hutchins, president of the Detroit 
(Mich.) United Railway, to Mayor Breitmeyer of Detroit, 
who had requested Mr. Hutchins to authorize a reduction 
of fares pending the settlement of the franchise question, 
was presented to the City Council of Detroit at its meet- 
ing on Jan. 4, 1910. In his letter to Mr. Hutchins the 
Mayor referred to the present rental of $300 a day being 
paid by the company pending the settlement of the fran- 
chise question, saying that he felt that “the most equitable 
form of temporary arrangement, would be one under which 
a reduced rate of fare could be given at least on the lines 
on which franchises have expired, the company in return to 
be given the privilege of opérating from day to day until 
a permanent arrangement shall be made.” eo 

Admitting the large return’ to the city under the present 
rental plan the Mayor said that this return could by no 
means have the same effect upon the growth of the city as 
a reduction in fare. He concluded: “I helieve that any 
concession which your company is able to make temporar- 
ily should be made to the street car users rather than the 
taxpayers at large; and with that end in view I would in- 
vite your suggestions as to what your company might be 
able to do in the shape of a reduced fare given in return 
for the right to run your cars until such time as the entire 
franchise matter can be permanently settled.” : 

In his reply Mr. Hutchins said that pending the results 
of the investigation of street railway affairs in Detroit now 
under way it would not be wise to jeopardize either the 
revenue or the credit of the company. His letter to the 
Mayor follows: 

“Your desire to obtain for the people of the city every 
possible advantage is quite fully understood. We most 
heartily share that desire with you. Let me advise you 
of our situation and of the efforts we are making. 

“The city of Detroit ranks in population as the eighth 
or ninth of our American cities. Its present ratio of © 
growth in population and in industrial activities is prob- 
ably greater than that of any other American city. The 
average rate of fare now in effect in Detroit is below the 
rate in effect in any other of these cities. Every dollar 
©! this company’s income, whether derived from the ad- 
cition of new capital or from its earnings, is now bei 
applied and for a long time past has been applied to t 
viaintcnance and extension of its service to meet the g 
of the city. We have added this year 80 new cars t 
car equipment, along with all of the appurtenances necess 
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for the operation of same. It is very necessary that certain 
double. tracking, to which your attention has been called, 
shall be done, and it will be necessary during the coming 
year to supply many additional cars and much additional 
equipment. All of the company’s resources are being used 
for such purposes. 

“There is now under way an investigation, as inaugurated 
by yourself through the Committee of Fifty, which should 
show the exact status of this company respecting its capital- 
ization, its earnings and its expenses, so that all of these 
matters may be dealt with from the standpoint of actual 
facts. It would seem to me that under these circumstances 
it would be wise in the city to let our revenues and our 
credit alone until the results of this investigation are made 
manifest.” 

At the meeting at which Mr. Hutchins’ letter was pre- 
sented the Mayor urged immediate action looking to the 
submission of a franchise settlement ordinance to the 
voters, and the report of the Committee of Fifty was 
ordered printed. Alderman Glinnan at the meeting on Jan. 
4, 1910, moved for the immediate submission of the question 
of municipal ownership of street railways to the people. 


Proposed Chicago Subways 


It was expected that two legal decisions which would define 
the right of Chicago to use its percentage of the net earn- 
ings of the surface railways for subway construction would 
be rendered during the week ended Jan. 15, ror0. The court 
has had these cases under consideration for two weeks. The 
points at issue are, first, whether the city has the right to 
build subways under the present powers conferred on it 
by the Legislature, and, second, whether the so-called trac- 
tion fund totaling about $4,000,000, can be used for prelimi- 
nary work or must be reserved until subway work has been 
started. It is anticipated that the court will conclude that 
the city does not need any additional enabling legislation 
to further the subway undertaking, and that the 55 per cent 
of the net receipts of the companies which goes to the city 
is a part of the municipality’s general income and can be 
used from year to year. In an earlier decision Judge 
Windes enjoined the city from paying $75,000 from the 
subway fund for the expense of preparing a subway report. 
Walter L. Fisher, special traction counsel, has represented 
‘the city in the cases. 

In any event, it is expected that the cases will be carried 
to higher courts and that efforts will be continued toward 
securing enabling legislation. Two weeks ago Senator 
Ettleson presented a bill amending the Cities and Villages 
Act which would give Chicago the power to undertake the 
construction of subways and municipal wharves. This bill 
was not presented at the request of Chicago. Now it is an- 
nounced that Walter L. Fisher has drawn a subway bill 
with the assistance of the local transportation committee 
which will be presented to the Legislature at once. The 
bill provides essentially: That the city has a right to own, 
-operate or lease a subway; that it has a right to grant a 
franchise for a subway; that in case of a franchise the grant 
be no longer than 20 years; that the subway may be used 
for street cars, elevated railroad trains, interurban cars and 
all public service cars not operated by steam; that the sub- 
way also may be used to contain galleries for wires, tubes 
for service, conduits for pipes, etc.; that the question of 
grant by franchise be submitted for a referendum vote; that 
the city has a right to compensation and also to fix rates 
in case of a grant by franchise. 

One of the important features of the bill is the provision 
for a referendum vote. Another is the matter of compen- 
sation to the city for the-use of the subway. 


Growth of the Denver City Tramway 


The daily newspapers of Denver on Jan. 1, 1910, presented 
large advertisements outlining features of the development 
of the Denver (Col.) City Tramway. The history of this 
property, which was chartered in 1867, includes a “story of 
trials and tribulations and ultimate success out of continued 
failure.” The first rails laid weighed 16, lb. and supported 
to-ft. cars, drawn by one horse. The company now has 
198 miles of track in the city and 26 miles of interurban 
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railway and operates 265 cars daily. In 1909, 84,000,000 
passengers were carried, equivalent to handling the popula- 
tion of Denver 400 times. ‘The following statement regard- 
ing taxes was included in the advertisement: 

“Fifteen cities of the United States have a population of 
6,689,126, and pay $5,787,375 in taxes, an average of 87 cents 
per capita. The figures for population are those of the 
1905 of 1906 State or Government estimate census for cities 
of 8,000 or over, and while they are not accurate, now, and 
while some cities have grown faster than others, they do 
very well for the purpose of comparison. Chicago paid in 
1908 in taxes $2,215,041, and has 2,049,185 people—we are 
talking of street car companies, of course—so Chicago paid 
$1.08 per capita. Denver, by the same census, had. 151,920 
people and paid $180,000 in taxes, or $1.18 per capita.” 

During 1909 the Denver City Tramway spent $1,000,000 
in improvements. Eleven miles of new track were con- 
structed and to miles of double track were reconstructed. 
During 1910 the company proposes to build 14 miles of new 
track, replace 7 miles of cable track, erect a new office build- 
ing and car house at Fourteenth Street and Arapahoe 
Street, build a new suburban depot opposite the central 
loop, construct 35 new passenger.cars and enlarge the cen- 
tral power station. These improvements will entail an ex- 
penditure of approximately $1,750,000. 


Meeting of Central Electric Railway Association 


The official call for the annual meeting of the Central 
Electric Railway Association to be held at Columbus, Ohio, 
on Jan. 27, 1910, issued by A. A. Anderson, president, and 
A. L. Neereamer, secretary, is dated Jan. 8, 1910. In addi- 
tion to the program of the meeting, as published in the 
Exectric Raitway Journat of Jan. 8, 1910, page 83, the cir- 
cular contains a list of railways which are members of the 
association and a list of supply men who are members of 
the association. In view of the fact that this is the annual 
meeting and that officers for the ensuing year are to be 
elected and reports from the standing committees read, 
every member of the association is urged to be present, and 
it is suggested to those members living at a distance that 
the trip be made in special interurban cars. Members have 
the privilege of inviting friends to this meeting. The 
executive committee will meet at 7:30 p. m..on Jan. 26. 
The list of supply men who are members of the association 
follows: 


Armstrong, G. E., American Railway Guide Co. 
Ashley, R. W., General Electric Co. 

Ayres, Chas. S., G. C. Kuhlman Car Co. 

Beattys, W. H., Jr., The Westinghouse Electric & Mfg. Co. 
Benham, John, International Register Co. 

Berger, E. F., Midvale Steel Co. 

Billau, H. E., The Sherwin-Williams Co. 

Blackwell, W. L., Cooper Heater Cc. 

Bloss, W. H., The Ohio Brass Co. 
- Bone, Jas. L., The Ironsides Co. 

Burch, T: A,. Wm. C. Robinson & Son Co. 
Burford, Wm. B., Stationery and Printing. 

Callan, J. G., Arthur D, Little, Inc. ; 

Clapp, Chas. W., The Browr Hoisting Machinery Co. 
Cosper, W. P., Chicago Car Heating Co. 

Cotabish, N. C., National Carbon Co. 

Craig, Edward A., Westinghouse Traction Brake Co, 
Crawford, S. W., More-Jonés Brass & Metal Co. 
Cutler, H. A., Wm. C. Robinson & Son Co. 
Davis, Chas. H., The Westinghouse Electric & Mfg. Co. 
Davis, Geo. S., Electric Traction Weekly. : 

Dexter, .R. E., Midvale Steel Co. we 


Hall, G. 


Kipp, J. G., Electric Railway Equipment Co. 
Ripe, Je P. W., The Barney & Smith Car Co. 
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Lee, Ray P., The W. KR. Gartun Co. i; % 
Lewis. Arthur, Great Western Smelting & Refining Co. 
Lloyd, F. C., Gelien & Co. 

McGee, John G., Hildreth Varnish Co. 

McLain, J. E., The Trolley Supply Co. 

McLain, W., Wm. Wharton, Jr., & Co. 

Marsh, H. C., General Electric Co. “ 

Mason, Stephen C., McConway & Torley Co. 

Midgley, Stanley W., The Curtain Supply Co. 

Miller, L. G., Miller Lumber Co. 

Morgan, F. A., Morgan Fare Register Co. 

Naugle, A. T., Naugle Pole & Tie Co. 

Naylor, N. C., Railway Steel Spring Co. 

Ohmer, John F., Ohmer Fare Register Co. 

Olberding, A. G., The Columbia Brake Shoe & Fdy. Co. 
Pickupp, W. B., Positive Nut Lock Washer Co 

Poole, Stephen K., Poole Bros. 

Porter, K. E., Carnegie Steel Co. _ 

Salsich, N.. E., Pennsylvania Steel Co. . 

Sample, Morris DeF., The Fire Protection Co. ; , 
Sawtelle, Charles E., Tool Steel Motor Gear & Pinion Co 
Saylors, George, H. W. Johns-Manville Co. : 
Seymour, John B., The National Lock Washer Co. 
Shutt, E. A., Factory Oil Co. i 

Smith, D. W., The Peter Smith Heater Co. 

Spencer, E. L., Dayton Mfg. Co. ; 
Stanton, George, The Cleveland Frog & Crossing Co. 
Staats, Henry N., The American Railway Insurance Co. 
Stern, M. C., The Egry Register Co. 

Strieby, F. H., General Electric Co. 

Tate, H. F., The National Conduit Cable Co. 

Taylor, Ross, Automatic Ventilator Co. 

VanDorn, W. T., The W. T. VanDorn Co. 

Weston, W. S., The Buda Co. 


Illinois Traction System Completing Connecting Links.— 
The construction of the connecting links of the Illinois 
Traction System from St. Louis to Chicago is progressing 
rapidly. The line between Streator and Ottumwa, III., has 
been opened and plans are under way for a line from 
Streator to Peoria and a line from Ottawa to Aurora, at 
which place connections will be made for Chicago. 


Meeting of the A. I. E. E—A meeting of the American 
Institute of Electrical Engineers was called for Jan. 14, 
1910, at 8 p. m. in the auditorium of the Engineers’ Build- 
ing, New York, N. Y. Under the auspices of the railway 
committee, Prof. W. S. Franklin and S. S. Seyfert were to 
present a paper entitled “On the Space Economy of the 
Single-Phase Series Motor.” W. S. Murray, E. H. Ander- 
son, C. P. Steinmetz and E. F. Alexanderson signified their 
intention in advance of the meeting to take part in the dis- 
cussion. 

Wisconsin Electrical Association—As announced in the 
Enecrric Rartway JouRNAL of Dec. II, 1909, page 1201, the 
annual convention of the Wisconsin Electrical Association 
will be held at the Hotel Pfister, Milwaukee, Wis., on Jan. 
19 and 20, 1910. The program has not yet been announced. 
The entertainment features are in charge of an exhibitors’ 
association, connected with the parent association, and the 
exhibitors are represented. by a committee consisting of 
H. P. Andrea, of Julius Andrea & Sons Company, Milwau- 
kee, Wis.; F. G. Bolles, Allis-Chalmers Company, Mil- 
watukee, Wis., and W. R. Pinchard, Westinghouse Electric 
& Manufacturing Company, Chicago, Ill. The committee 
has arranged for a “‘good-fellowship” entertainment at the 
Elks’ Club, Milwaukee, on the evening of Jan. 109. 


National Conference on Railway Legislation—Martin S. 
Decker of the Public Service Commission of the Second 
District of New York, president of the National Associa- 
tion of Railway Commissioners, has appointed the follow- 
ing delegates from that association to attend the national 
conference on uniform State legislation which has been 
called by the National Civic Federation to meet in Wash- 
ington on Jan. 17, 18 and 19: Martin A. Knapp, chairman 
of the Interstate Commerce Commission; Ira B. Mills. chair- 
man of the Railroad and Warehouse Commission of Minne- 
sota; H. Warner Hill, chairman cf the Railroad Commission 
of Georgia; B. A. Eckhart, of the Railroad and Warehouse 
Commission of Illinois, and William O, Seymour, of the 
Railroad Commission of Connecticut. ; 

Annual Meeting of the A. S. C. E.—The fifty-seventh 
annual meeting of the American Society of Civil Engineers 
will be held in the house of the society in New York on 
Jan. 19 and 20, 1910. At 10 a. m. on Jan. 19 the annual 
reports will be presented, officers for the ensuing year elect- 
ed and members of the nominating committc¢ appointed. 


1 he progress report of the special commitic+ on “Steel 

¥ «| ub ” A 

Columns and Struts” and the progress report of the special 
: PA ; ‘ 

committee on “Bituminous Materials for Road Ce:.:struction” 

will be presented for discussion. The board of %i-éction of 


the society will meet after the adjournment of the annual 
meeting. At 2:30 p.m. on Jan. 19 members of the society 
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will be afforded an opportunity to inspect the tunnel and 
terminal work of the Pennsylvania Tunnel & Terminal Rail- 
road, by courtesy of George Gibbs, chief engineer of electric 
traction ‘and terminal station construction of the company. 
A reception will be hald by the president in the house of 
the society at 9 p.m. on Jan. 19. Jan. 20 will be devoted to 
a visit to the Ashokan reservoir by invitation of the board 
of water supply of New York. At 9:30 p. m. there will be 
an informal smoker at the house of the society. 


LEGISLATION AFFECTING ELECTRIC RAILWAYS 


Massachusetts.—The Legislature of Massachusetts con- 
vened on Jan. 5, 1910. An important announcement the 
first day was the personnel of committees. Senator Abbott 
of Suffolk County was appointed chairman of the committee 
cn street railways. Senator Turtle of Berkshire County 
was appointed chairman of the committee on railroads. 
President Treadway of the Senate on taking the chair spoke 
briefly of the transportation matters which are to come 
before the Legislature, including the questions referred to 
varicus commissions for expert information, which em- 
brace metropolitan improvements at Boston, the construc- 
tion of additional subways, tunnels or elevated structures in 
Boston, consolidation of the West End Street Railway and 
the Boston Elevated Railway; electric railway holdings 
by railroads. The relation of the New York, New Haven 
& Hartford Railroad to possible future electric railway de- 
velopments in the Berkshire district, carried over from 
1909 at the request of the petitioners, is one of the most 
important matters to be considered this year. On Jan, 7. 
1910, the joint board, composed of the railroad, transit. 
harbor and land and metropolitan park commissions, re- 
ported to the Legislature on metropolitan improvements, 
advocating the study immediately of electrification by the 
steam railroads terminating at Boston. Several special re- 
ports from the commissions are expected within the next 
few days, and the Railroad Commission and Transit Com- 
mission will shortly submit a report on the proposed Boston 
& Eastern Electric Railroad tunnel to connect the proposed 
East Boston terminus of the route with Post Office Square 


New York.—The Legislature of New York convened on 
Jan. 5, 1910. No less than 55 new members of the Assembly 
were introduced. The death during the year of Senator- 
John Raines and Patrick H. McCarren removed two con- 
spicuous figures. Mr. Raines was Republican leader of the 
Senate, and the most resourceful opponent of Governor 
Hughes. Jotham P. Allds has been selected to succeed 
him. The annual appropriation bill has been introduced. 
The appropriations aggregate $23,750,000, as against $21,- 
500,000 last year. Government by commission on the so- 
called Des Moines plan is proposed for Buffalo in a bill 
introduced by Senatcr Davis of that city. It is the first 
time the idea of municipal government by commission has 
been embodied in any measure submitted to the Legislature 
of New York. The Governor has again recommended the 
extension of the Public Service Commissions law so as to 
include jurisdiction over telegraph and telephone com- 
panies. This matter was referred last year to a joint spe- 
cial committee with instructions to report at this session. 
After the preliminaries had been arranged on Jan. 5 ad- 
journment was taken until Wednesday evening, Jan. 12. 
at 8 p. m. 


Ohio.—There is talk of the enactment by the General 
Assembly of a law which will provide for a State tax com- 


mission to supplant the numerous boards which now decide a 
tax values. Asa basis for the tax, it has been proposed that 


* 


the market value of the stock minus the tax value of the real 
estate and personal property returned for taxation shall rep- tind 
resent the property value to be taxed. The tax on the = 


capital stock will be, apportioned among the counties in  _ 
which the property lies in the case of a railroad, telephone 
company or other corporation having property in several __ 
counties. Talk of a’ public service commission has also— 
been revived, Speaker Mooney referring to the subject i 
addressing the House. So far as known, this idea includes 
the features incorporated in a bill before the last General 
Assembly which resembled the law in force in New Yo 
One objection is that a measure of this kind takes away. ‘ 
power Of municipalities to grant franchises, as cases of 


agreement or dispute regarding a grant must be referred | 
the commission. “ee 
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Financial and Corporate 


New York Stock and Money Market 


January 11, ig1o. 

The stock market during the last week has been irregular 
and weak. Traders appear to be nervous and there exists 
a persistent pressure to sell. This condition is attributed 
to an uneasiness over the action that may be taken by 
Congress upon the recommendations made by President 
Taft and the continued firmness in the money market. The 
traction shares, however, have not been affected materially. 
Third Avenue and Brooklyn Rapid Transit have held their 
prices on mcderate trading, while Interborough-Metropoli- 
tan issues have advanced several points. 

Money has shown no disposition to recede, and quota- 
tions to-day were: Call, 5 to 5% per cent; 90 days, 4% 
to 434 per cent. 

Other Markets 


Philadelphia Rapid Transit stock has been active but 
prices have changed only fractionally since Jan. 1. Union 
Traction has also been active at former prices. 

In the Chicago market the active dealing in the various 
series of Chicago Railways has in a measure subsided. 
There has been some selling of Kansas City Railway & 
light and the price has receded several points. 

In Boston, Massachusetts Electric has been the leading 
traction feature. Price changes have been merely nominal, 


the common selling for about 18 and the preferred for 


about 8o. 

As usual, the trading in Baltimore has been contined, 
practically, to the bonds of the United Railways Company. 
Prices are about as formerly: incomes, 60%; 4s, 8614, and 
funding 5s, 84%. 

Quotations of various traction securities as compared with 
last week follow: 

Jan. 4. .Jan. 11. 


BVI LIST IN aLIWAY Se OON) DUTY To's cieisieiats ereiteis eis) 5! ever S érvit0re.8 ays a48% a49 
Aurora, Elgin & Chicago Railroad (common)............. *57 a6236@ 
Aurora, Elgin & Chicago Railroad (preferred).......... He aos 
OSLO Ie VALE Railway etic sat sietiegiel ska 'o. tun ae one 136% 134 
Boston & Suburban Electric Companies..... Bi athe Syn ee tea oe a6 ai6 
Boston & Suburban Electric Companies (preferred)....... 74 74 
Boston & Worcester Electric Companies (con mon)........ all ali’ 
Boston & Worcester Electric Conipanies (preferred)....... a48 a47 
ECookivisg RApiCs L LaMsielC OMIPALY cversis e\s.sseien ars p.9 snie'e!s ele ce 79% 79 
Brooklyn Rapid Transit Company, 1st pref., conv. 4s...... 86% 86 
Capital ‘Traction ‘Company, Washington... .... 2. eco cea ai35%4 ar36% 
MICA OMSL ELL WHY cine oleae eitelsis eis sities Wels, ace ace diwie"s ia 9 8s 185 185 
Chicago & Oak Park Elevated Railroad (conimon)........ ¥2 *2 
Chicago & Oak Park Ejevated Railroad (preferred)....... *to wah (0) 
SCAT OMA WGVS;. DICOLE Su CEN-UsT 50-<i0/p1e'0'« av.als/o 0.5'0\'eleie e'aleins alog aro8 
Chichgo Ral ways, “PLODtar, setha aisles gels een sree ce spice vies’ a35% a33 
ChicheotRallways, (pteprgsnetia ssc ss ccesicereSeislee sileleta(ele ess azo ai7z 
Chirago Railways, pttptg:, Cifi2As).6/iab sieiciels caceciels sielele'sioraie aro aos 
be Vel amici entra VS ae tere real anes} cvicle(leis (ei ciacnuciaie sree die eee *84 agis 
Consolidated Traction of New Jersey............-2ese0> a77 a77 
Consolidated Traction of New Jersey, 5 per cent bonds....a106 a1o06 
DPPLEGS eM TTC CEM IS OIL WAY wetslalere cosine. ofa oie) cvareqea.a sjacecsis ajere. 40. ole *65 204 
Aaetioralt tH lecty ier Compal ccisiccisls ev Gece scsiee ceeds caecu 159% 159% 
Georgia Railway & Electric Company (common).......... ariog4% aio5% 
Georgia Railway & Ejiectric Company (preferred)........ 87% 87% 
Interborough-Metropolitan Company (common).......... 24% 25% 
Interborough-Metropolitan Company (preferred)......... 61 62% 
Interborough-Metropolitan Company (4%48)......+.+:e00% 83 82% 
Kansas City Railway & Light Company (common)........ a35 a36 
Kansas City Railway & Light Company (preferred)...... ¥75 a7o% 
Manhattan Railway ....... a Sant Cee OORT EEE: 138 *138 
Massachusetts Electric Companies (common)............ arg ai8y 
Massachusetts Electric Companies (preferred)..........- a80% 80 
Metropolitan West Side, Chicago (common)...........-- alg ai7% 
Metropolitan West Side, Chicago (preferred)............ as7 asa% 
Metropnlitaiemtreet (Rail wayicies ce. dstesaicls ss vd dees wielgelne 20 *20 
Milwaukee Electric Railway & Light (preferred)......... a0 *110 
North american COMpany avast. cs srseccecceves yan 8s 96 81% 
Northwestern Elevated Railroad (common).. .ai7% ai7¥% 
Northwestern Elevated Railroad (preferred). » azo a7o 
Philadelphia Company, Pittsburg (common)... . asim a52%4 
Philadelphia Company, Pittsburg (preferred). - a45%4 aq6 
Philadelphia Rapid Transit Company........ . a28¥%e a27% 
Philadelphia Traction Company..........++.--++ . a89 a89q 
Public Service Corporation, 5 per cent col. notes -*100% *1oo} 
Public Service Corporation, ctfs.........-+.-..5-3- a1o4 a1o6 
Seattle Electric Company (common).........- a ite St Ave aris aris % 
Seattle Electric Company (preferred).........0. 00 eee e a alos arog? 
South Side Elevated Railroad (Chicago).........-+++.-55 aso ass 
Third Avenue Railroad, New York.........-.-s.0:+e00- 18% 18 
‘Toledo Railways & Light Company.........0...0+00-555 12% 15% 
Twin City Rapid Transit, Minneapolis (common)........ 117 115 
Union ‘Traction Company, Philadelphia.........-....++++ as2% as2% 
United Rys. & Electric Company, Baltimore............- aig aig 
United Rys. Inv. Co. (common)..........-- Cie CREA 414 4 
United Rys. Inv. Co. (preferred)........--...2eeseeeees 71h 71% 
Washington Ry. & Electric Company (common).......... a43% a42% 
Washington Ry. & Electric Company (preferred)........ agi4 ago% 
West Fnd Street easy Boston (common).........-++ 295 - 2944 
West End Street Railway, Boston (preferred)......- Weds tele) 106 | 
Westinghouse Electric & Mfg. Company.........--.+-.-- - 82 79 % 
Westinghouse Elec. & Mfg. Company (ist pref.)......... 1320 130 


aAsked. © *Last Sale. 
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Segregation of Light and Railroad Properties in Port Jervis. 


The Public Service Commission of the Second District 
of New York has rendered a decision in which it approves 
the segregation of the railway and electric light properties 
in Port Jervis and refuses an application from new inter- 
ests to enter into competition with the companies which 
took over the property of the old consolidated company. 

The Port Jervis Electric Light, Power, Gas & Railroad 
Company, which operated the gas and electric plants and an 
electric railway in Port Jervis, because of excessive funded 
debt, and other liabilities, and extensive depreciation of the 
railroad property, found itself unable to comply with an 
order of the commission requiring that the railroad be 
put in a condition of safe and satisfactory operation. In 
consequence, a mortgage foreclosure suit was instituted by 
the bondholders, who bought in the property. Two suc- 
cessor corporations were formed, one to take over the light- 
ing property and one to take over the railroad. The com- 
missicn grants capitalization to the Port Jervis Light & 
Power Company of $118,000 capital stock and $170,000 bonds, 
and to the Port Jervis Traction Company of $20,000 capital 
stock and $70,000 bonds.. The stock of each company goes 
to the bondholders as the purchase price of the property. 
The bonds to be issued by each company are solely for 
improvements necessary to put the properties in proper con- 
dition, except that the bonds of the Port Jervis Light & 
Power Company include the taking over by that company 
of the bonds of the Port Jervis Traction Company. The 
commission says that the bonds of the Traction Company 
are likely to sell at a large discount, while the bonds of the 
Port Jervis Light & Power Company are to bring at least 90 
per cent of face value. The combined capital thus fixed for 
the new companies is based upon actual value and is a 
reduction of $357,000 from the capitalization of the old 
company, which amounted to $735,000. In an opinion writ- 
ten by Commissioner Martin S. Decker, the commission 
holds that the successor corporations are as such entitled to 
take over the properties and to issue capital stock and 
bonds upon a fair basis. 

The decision also disposes of the application of C. F. 
Wright and: others, who desired to form a corporation to 
furnish gas and electricity in Port Jervis and to build and 
operate an electric railway in Port Jervis and develop power 
at Mongaup Falls, 14 miles from Port Jervis, and transmit 
it to Port Jervis. These petitioners also proposed to build an 
electric railway from Port Jervis to Milford, Pa. The object 
of this proposed corporation was to supplant the old light- 
ing and railroad company and its successor corporations in 
Port Jervis. The decision declares that as the successor 
companies are in possession of property rights that cannot 
be denied, this object cannot be attained by order of the 
commission. If the new company were authorized by the 
commission to produce and supply gas and electricity in _ 
Port Jervis both companies would probably become bank- 
rupt in a short time and one would without question, with 
probable resulting consolidation and unnecessary increase of 
capitalization on that account. In regard to the Traction 
Company the commission says that the company cannot be 
compelled by the city or by the commission to vacate the 
streets; there is no suggestion that another road could be 
operated in the same streets; no franchise for a road in 
other streets has been granted by the city and if it had, 
proof must be submitted that it could be operated without 
continual loss, and with good service by the present line it 
seems no such proof could be presented. 

The opinion of Commissioner Decker states the service of 
the old company was so poor and the rights and proper 
interests of the people of Port Jervis were disregarded to 
such ‘extent that if the petition by Mr. Wright had been 
presented before the sale on foreclosure it would have been 
granted; but the situation in its legal aspect has been so 
changed by the sale and formation of companies to take over 
both the lighting and railroad properties and operate them 
under capitalization fixed by the commission, that a just 
basis for approving the exercise by the proposed new com- 
pany of the new franchises in Port Jervis is lacking. The 
commission says that serious disregard by the new lighting 
company of its obligations to the public will result in drastic 
action through the approval of the exercise of a new fran- 
chise by a competing company. The petitioners for new 
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rights are free to present the application at any time of a 
corporation to develop the Mongaup River power and build 
an electric transmission line to Port Jervis. 


Birmingham Railway, Light & Power Company, Birming- 
ham, Ala—An annual dividend of 2 per cent on the $3,500,- 
000 of commion stock of the Birmingham Railway, Light 
& Power Company was paid on Jan. I, I9I0. This is the 
first dividend on the common stock since Dec. 31, 1900. 

Boston (Mass.) Suburban Electric Companies.—The di- 
rectors of the Boston Suburban Electric Companies have 
declared a quarterly dividend of $1 a share on the preferred 
stock, payable on Jan. 15, 1910, to stock of record on Jan. 


3, IQIO. 

Lynchburg Traction & Light Company, Lynchburg, Va.— 
The American Railways, Philadelphia, Pa., has purchased 
from R. D. Apperson and his associates the controlling 
interest in the Lynchburg Traction & Light Company, Mr. 
Apperson and his associates receiving in part payment bonds 
and stocks of the American Railways. Mr. Apperson will be 
retained as president and general manager under the same 
conditions as when he and his associates owned the prop- 
erty. Mr. Apperson’s associates, however, have retired as 
officers and directors of the company and H. J. Crowley has 
been elected vice-president and C. L. S. Tingley secretary 
and treasurer of the company in the interests of the Ameri- 
can Railways. Mr. Crowley, Mr. Tingley, J. J. Sullivan, E. 
Clarence Miller, William H. Shelmerdine, Walter H Lip- 
pincott and R. D. Apperson remain as directors of the 
company. 

Metropolitan Street Railway, New York, N. Y.—The 
hearing on the motion to terminate the lease of the Fourth 
Avenue, Eighth Avenue and Ninth Avenue lines to the 
Metropolitan Street Railway, which was to have been held 
before Judge Lacombe in the United States Circuit Court 
on Jan. 5, 1910, has been postponed until Jan. 21, I9I0. 


Ocean Shore Railway, San Francisco, Cal.—Fred S. 
Stratton, receiver of the Ocean Shore Railway, has an- 
nounced that he proposes to apply to the courts for au- 
thority, to issue $2,000,000 receiver’s certificates, the pro- 
ceeds: of which will be used to complete the road. 


Portland Railway, Light & Power Company, Portland, 
Ore.—The Portland Railway, Light & Power Company is 
said to have concluded negotiations for the purchase of the 
property of the Portland Water Power & Electric Trans- 
mission Company and the River Mill Company. 


Roanoke Traction & Light Company, Roanoke, Va.—The 
American Railways, Philadelphia, Pa., has purchased from 
R. D. Apperson and his associates the controlling interest 
in the Roanoke Traction & Light Company, Mr. Apperson 
and his associates receiving in part payment bonds and 
stock of the American Railways. Mr. Apperson will be 
retained as president and general manager under the same 
conditions as when he and his associates owned the prop- 
erty. Mr. Apperson’s associates, however, have retired as 
officers and directors of the company and H. J. Crowley has 
been elected vice-president and C. L. S. Tingley secretary 
and treasurer of the company in the interests of the Ameri- 
can Railways. Mr. Crowlcy, Mr. Tingley, J. J. Sullivan, E. 
Clarence Miller, William H. Shelmerdine, Walter H. Lip- 
pincott and R. D. Apperson remain as directors of the 
company. 

Sheboygan Light, Power & Railway Company, Sheboygan, 
Wis.—The Sheboygan Light, Power & Railway Company 


has asked the Wisconsin Railroad Commission to sanction 
an issue of $114,000 of 5 per cent bonds to cover the cost 
of extensions and improvements. 

Southern Colorado Power & Railway Company, Trinidad 
Col.—The property of the Southern Colorado Power & Rails 
way Company was bid in for $500,000 at foreclosure at 
Trinidad on Dec. 24, 1909, by the Northern Securities Com- 
pany, a temporary holding company, which on completion of 
the reorganization will turn the ptoperty over to the Colo- 
rado Railway, Light & Power Company, which was incor: 
porated in Colorado on Dec. 21, 1909, with an authorized 


capital stock of $5,000,000. 

Winona Interurban Railway, Winona “ake, Ind.—The 
Winona Interurban Railway has leased the property of the 
Winona & Warsaw Railway for 99 years from ‘an. 1, 1010, 
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Tratfic and Transportation 


Increase in Wages in Brooklyn 


The Brooklyn (N. Y.) Rapid Transit Company announced 
an increase in the wages of conductors, motormen and 
guards in the employ of the company of practically one cent 
an hour, effective on Jan. 28, 1910. This is a further recog- 
nition of the service of the men in addition to the pension 
system adopted on Jan. 1, 1910, of which mention has previ- 
ously been made in the Erecrrrc RAaiLwAy JOURNAL. The 
announcement was conveyed to the men in a communica- 
tion addressed to them by J. F. Calderwood, vice-president 
and general manager of the company. This letter follows: 

“Tn consideration of your past loyalty and hearty co- 
operation, so essential, not only in serving the public, but 
in protecting the interests of the company, the management 
takes pleasure in announcing, in addition to the pension 
system recently adopted, an increase in wages of trainmen 
on both surface and elevated lines, conforming to schedules 
shown on the attached bulletin. 

“With reference to the latter, special attention is invited 
to the provision which makes possible, by good conduct and 
record free from demerit, promotion to the higher grades 
at pericds earlier than those prescribed for advancement, 


» by reason of length of service alone.” 


The statement to the motormen, conductors and guards 
of the elevated lines was signed by J. J. Dempsey, superin- 
tendent of elevated lines of the company. It follows: 

“Effective on dates given below, the following changes 
will be made in the rates of pay for trainmen, elevated lines: 

“The flat rates of 25 cents for motormen, 20 cents for con- 
ductors and 17% cents for guards, will be discontinued and 
all employees of these classes receiving the rates just men- 
tioned will receive the rates of 26 cents, 21 cents and 18% 
cents, respectively. 


RATES OF PAY, PER HOUR (MOTORMEN), 


Rates effective Rates effective 
Years of service. Present rate. Jan. 28, 1910. Jan. 6, 19rt. 
Cents. Cents. Cents. 
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Cents. Cents. Cents. 
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“The present seniority rules and regulations will govern 
in determining the grade to which an employee is entitled.” 
The statement to the conductors and motormen of the 
surface lines was signed by W. Seibert, superintendent of 
surface lines of the company. It follows: , 
“Effective on dates given below, the following changes 
will be made in the rates of pay for conductors and motor- 
men, surface lines: : 
“The flat rate of 20 cents per hour will be discontinued, 
and all conductors and motormen heretofore receiving 20 - 
cents per hour, effective the dates given below, will receive 
the rate as shown in the table for Grade 3. ' ; 


RATES OF PAY PER HOUR, 


Years of Present. Rate effective Rate effective 

service. rate. Jan. 28. 1910. Jan. 6,1911. Grade. 
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“PROMOTION ON EFFICIENCY 


“Employees are advised that good conduct will be re 
warded by promotion which may be. earned under the fol- | 
lowing conditions: . . Soa 

- “PROM GRADE 3 TO GRADE 2 | dl fs 

“At the end of the first year, if record shows 20 demer: 


or less. If at this time an employee has more than 20 de- — 


13° 
. ~ 
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merits, promotion will be given when he reduces his record 
of demerits to 20. 
“FROM GRADE 2 TO GRADE I 

“At the end of the second year, if record is free of de- 
merits. If at this time an employee has demerits, promo- 
tion will be given when demerit record is cleared. 

“FROM GRADE I TO GRADE I-A 

“At the end of the fourth year, if record is free of de- 
merits. If at this time an employee has demerits, promo- 
tion will be given when demerit record is cleared. 

“The present seniority rules and regulations will govern 
in determining the grade to which an employee is entitled.” 

Mr. Calderwood subsequently made this statement to the 
public through the newspapers: 

“Now that the stockholders who have invested their 
money in the property are receiving a partial return, the 
directors feel that the trainmen, whose rates have not been 
uniformly changed, should also share in the prosperity the 
company has’ enjoyed in the past year, and as a result they 
will receive an increase which will amount to about $200,000 
a year, and this amount will be further increased by effi- 
cient service, depending entirely upon the efforts of the 
men. The above increase is more than Io per cent of the 
last year’s surplus of the company.” 


Complaint Against Service in Albany, N. Y. 


The Public Service Commission of the Second District 
of New York recently received a complaint from Augustus 
S. Downing, first assistant commissioner of education of New 
York, against the service furnished by the United Traction 
Company, Albany, N. Y., on its Pine Hills line between 
5 p. m. and 6 p. m. on days other than Saturday and Sunday 
in that sufficient cars were not provided to accommodate 
persons employed in the Capitol who reside in that part of 
the city served by the Pine Hills Line, on which the com- 
mission about to months ago limited the number of passen- 
gers to be carried on each car. 

Mr. Downing alleged that many residents of the western 
part of the city who have offices or are employed in the 
Capitol have been seriously inconvenienced by the failure 
of the company to furnish a sufficient number of cars during 
these hours. Instances were cited when he was required to 
wait 30 minutes during which time seven cars passed and 
he was finally obliged to take a car at State and Pearl 
Streets; another instance when he waited 20 minutes and 
five cars passed without stopping; another when he waited 
18 minutes, during which time five cars passed without 
stopping and on the last instance he walked up Washing- 
ton Avenue to Lark Street where two more cars passed 
without stopping and finally at Madison Avenue and Lark 
Street he succeeded in boarding a car. The petitioner asked 
that the company be required to operate more cars between 
the hours mentioned and to rescind the rule limiting the 
number of passengers to be carried on each car. 

Attached to the petition was an affidavit from Frank B. 
Gilbert, chief of the law division of the State Education 
Department, who recited that on one occasion he left the 
Capitol at 5.40 p. m. and seven cars passed without stop- 
ping, all having the full number allowed by the rules and 
that he did not arrive at his destination until 6.20 p. m. 

The company has filed with the commission an answer, 
in which it states that since March 30, 1909, it has been 
complying with an order of the commission limiting the 
number of passengers on the larger type of cars to 4o and 
the smaller type to 35. The company states that a suffi- 
cient number of cars are being operated for the number of 
passengers carried, and if the order were set aside or re- 
scinded, the cars which are not now by its terms permitted 
to stop because carrying the maximum number of passen- 
gers fixed by the order, would stop to receive and carry 
more passengers, which would afford greater convenience. 

The company maintains it gives the Pine Hills line dur- 
ing the rush hours a service of 214 minutes headway and 
a 5-minute headway during the rest of the day, and that 
during the rush hours cars are run at less than a minute 
headway on State Street, Eagle Street and Washington 
Avenue, and if it were possible to operate an additional 
number of cars during the rush hours and earn enough to 
pay the interest on the cost of such additional equipment of 
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cars, 1t would be difficult, if not impossible, to employ men 
to operate cars for only two, three or four hours a day. 

A statement is attached showing the number of cars 
operated, the total number of passengers carried and the 
average number of passengers per car at the time they 
were made. The company denies all the allegations of the 
complaint, which charges that an insufficient number of 
cars is being operated on the Pine Hills line, that the 
service is inadequate for the travel thereon, and that the 
public is inconvenienced on account of the service rendered, 
except in so far as inconvenience is due to the limiting 
rule. 

The commission announced that it would take up the 
various complaints as to the service on the Pine Hills line 
of the company, as to alleged insufficiency of cars and the 
operation of the limiting rule now in effect, on Jan. 12, 1910. 
Complaints to be heard at that time were those of the Pine 
Hills Association, Augustus S. Downing and Charles S. 
May. 


Order Regarding Use of Side Doors 


The Public Service Commission of the First District of 
New York has issued substantially the following order re- 
garding the operation of center side doors in cars used in the 
subway, on which subject hearings were held before the 
commission on Dec. 21, 1909, and Dec. 24, 1909, as previously 
noted in the ELtectric RAILWAY JOURNAL: 

“The Interborough Rapid Transit Company shall operate 
all completely equipped side-door trains in its possession 
continuously ‘throughout the scheduled time for express- 
train operation in the subway, excepting for such time or 
times as side-door trains may be required to lay up for 
adjustment of mechanism or for cleaning or repairs. 

“During December, January, February and March of each 
year the company shall open the side doors of all cars on 
all side-door trains (not including mixed trains in which 
side-door cars are mingled with other cars) at all stations 
on the Lenox Avenue Branch of the subway south of and 
including Prospect Avenue Station, and on all stations 
south of Dyckman Street, on the Broadway Branch of said 
subway, where the platforms are adjacent to the side doors 
and during all other months the company shall open the 
side doors on all cars on such side-door trains at all stations 
where the platforms are long enough to come in front of the 
s:de doors. 

“This order shall take effect on Jan. 10, 1910, and re- 
main in force until further order of this commission. 

“The company shall notify the commission five days after 
service of this order upon it whether the terms of this order 
are accepted and will be obeyed.” 

The opinion of Commissioner Eustis, on which this order 
was based, after reciting the testimony taken at the hear- 
ings, says in part: 

“IT do not believe it would be wise to change the com- 
pany’s plan of operation, in view of the fact that within a 
few weeks the company expects to have a sufficient number 
of side-door trains to cover the whole of the rush-hours. 
But those trains should be kept in operation continuously 
during the express service, from 6 a. m. until I a. m., or 
until the time of the express service expires, excepting for 
such time as the trains should be required to lay up for 
adjustment, cleaning or repairs. 

“The use of the side doors at all stations was objected 
to by the company, especially on that part of the structure 
which is elevated, on account of the small number that 
would use them, and also on account of the difficulty of 
keeping the cars properly warm during the severe winter 
weather. In the spring, when the express service will be 
nearly all side-door trains, the side doors should be operated 
at all stations. 

“As to the use of the middle side door in the cars that 
are now used in mixed trains, the company claimed that 
it would add very largely to the risk by using them. The 
commission’s expert testified that while the use of these 
doors would add something to the risk, the doors could 
be safely operated even in a mixed train. As these cars 
are only operated to make use of all the cars the company 
has while awaiting motor cars to make up solid center side- 
door trains, I would recommend that the company be 
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allowed to continue the use of these side-door cars, for the 
purpose of trailers in mixed trains without operating the 
center doors, while they are so used; but that all of the 
solid center-side-door trains should, use the side doors at 
all times when in operation, excepting on the stations on 
Lenox Avenue line north of Prospect Avenue station, and 
on the Broadway line north of Dyckman Street, and except 
where the side door of the end car does not stop in front 
of a platform.” 


Service in Schenectady 


The Public Service Commission of the Second District 
of New York has made public its conclusions in relation 
to the complaint of a committee of citizens of Schenectady 
regarding the service of the Schenectady Railway. The 
conclusions of C. R. Barnes, the electrical expert of the 
commission, which have been endorsed by the commission, 
follow: 

“1. The Schenectady Railway with its present tracks 
and equipment is unable to handle its traffic properly. 

“2. Certain portions of the city, including the American 
Locomotive Works, are not properly provided with street 
car facilities. 

“3. The tracks should be extended, the equipment should 
be increased, and the car routes should be changed to per- 
mit a large increase in the number of cars operated and to 
furnish service to all localities needing it. 

“a. The changes required can only be carried out by 
the cooperation of the railway company, the city authori- 
ties and the citizens.” 

In conclusion the commission says: 

“To make any order of this commission effective it will 
be necessary for the city authorities to grant permission 
to the railway to lay additional tracks where new tracks 
are finally determined to be necessary, and to widen streets 
where they are too narrow to permit such tracks to be laid. 
It will also be necessary for the property owners involved 
to consent to the laying of new tracks and to cooperate 
in the widening of streets. As the changes recommended, 
or equivalent ones, are, however, apparently necessary to 
the welfare and growth of the city, the commission be- 
lieves that the cooperation of all parties will be readily 
secured. 

“The problem of improving the street railway service of 
Schenectady is more complicated and difficult of solution 
than that of any city outside of Greater New York. 
Schenectady has increased in population from 22,000 in 1892 
to about 77,000 in 1909. This increase has not been accom- 
panied by any change in the width or location of streets in 
the business section, and the city has consequently out- 
grown the available business area.” 

The commission has presented several plans involving 
double-tracking and extensions and has suggested a con- 
ference for a discussion of the problem. 


Pensions for Employees in Newburgh 


The Orange County Traction Company, Newburgh, N. wep 
on Jan. 6, 1910, announced that it had been decided to pen- 
sion employees of the company, after 20 years of continuous 
service or if they became incapacitated while in the service 


of the company. The announcement to the men, signed by 
B. B. Odell, Jr., president of the company, follows: 

On and after Jan. 1, roto, this company will establish a 
pension for those who desire to retire after 20 years of 
continuous service, at the rate of $25 per month during 
the balance of their life. 

“this pension can also, at the option of the management 
be extended to meet conditions where the employee is 
physically incapacitated, asd apply {o those who have 
worked for a less terim tha )} years, Shotild’ the inéa- 
pacitated employee regain hcalet and strer eth, sufficient 
in the opinion of the management to resume his duties RG 
may do so by surrendering his vicht to a further rec sit of 
the pension while actively employed. ‘The niimber af Reni 
of continuous service up to Jan. 1, ro1G, will be credited pa 
each employee, in determining the zo Yeats. of boniisedee 


service. 
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“This applies to conductors, motormen, shopmen, and 
trackmen. at 

“Similar arrangements for long and continuous service, 
for those who are upon a regular salary, will be announced 
hereafter.” 

On Christmas the company gave each married employee 
a turkey and every unmarried employee the equivalent in 
cash with the exception of the office force, heads of de- 
partments, inspectors, etc., who received from $5 to $20 in 

old. 

2 On Dec. 31, 1909, the company distributed $500 in gold 
as prizes for the merit system, inaugurated on Jan. I, 1909, 
for conductors and motormen. Prizes ranged from $5 to 
$30 per man. 

The conductors and motormen presented Mr. Odell, presi- 
dent of the company, who was formerly Governor of New 
York, a gold-mounted ebony cane and F. S. Berry, general 
manager of the company, a gold-mounted pipe. 


Winona Interurban Railway.—Cars were operated on Sun- 
day on the Winona & Warsaw Railway, Winona Lake, Ind., 
for the’ first time in the history of the company, on Jan. 2, 
1910. The change in policy of the company followed the 
lease of the property on Jan. 1, 1910, to the Winona Inter- 
urban Railway. 

Lowell & Fitchburg Street Railway Seeks Freight Rights 
in Ayer.—The Lowell & Fitchburg Street Railway, Ayer, 
Mass., has petitioned the Selectmen of Ayer for permis- 
sion to transport, as. common carriers, newspapers, bag- 
gage, express matter and freight upon all parts of its line 
in Ayer, and a hearing has been ordered for Jan. 17, 1910. 


Freight and Passenger Departments of Ohio Electric 
Railway Consolidated.—The freight and passenger depart- 
ments of the Ohio Electric Railway have been combined, 
and W..S. Whitney, whose appointment as general freight 
and passenger agent of the company is noted elsewhere in 
this issue, has appointed district passenger agents, district 
freight agents also. 


Increase in Service Ordered on New York City Lines.— 
The Public Service Commission .of the First District of 
New York has ordered the Metropolitan Street Railway, 
New York, N. Y., to increase the service on its 116th 
Street crosstown line by providing a sufficient number of 
cars to be run past a given point to furnish as many seats 
as there are passengers in each quarter of an hour. The 
point at which the commission will make observations will 
be at 116th Street and Seventh Avenue. 


Conference on Rules for Indiana Interurban Railways.— 
The Railroad Commission of Indiana has called a conference 
with a committee of interurban managers to be held in the 
State Capitol at Indianapolis on Jan. 18, 1910, at which 
amendments to the code of interurban* rules adopted in 
1908 will be considered. The committee of managers, which 
consists of H. A. Nicholl, Indiana Union Traction Com- 
pany; C. D. Emmons, Ft. Wayne & Wabash Valley Traction 
Company; G. K. Jeffries, Terre Haute, Indianapolis & East- 
ern Traction Company, and F. M. Durbin, Evansville & 
Southern Indiana Traction Company, will present a report 
recommending some changes in the rules which will be con- 
sidered and acted upon by the commission. 


City Limits Extended in Tacoma to Frustrate Fare In: 
crease.—Suburbs of Tacoma, Wash., aggregating 105 square 
miles voted on Jan. 9, 1910, for annexation to Tacoma, giving 
that city an area of nearly 150 square miles. In December, 
1909, 6 square miles between Tacoma and Fern Hill were 
similarly annexed. It is expected that Milton, Puyallup 
and Steilacoom will vote for annexation before March. 
The suburbs thus annexed have 25,000 population, increasing 
Tacoma’s population to 150,000. The street railways in 
Tacoma operate under a franchise requiring 5-cent fares 
within the city limits, but in October, 1909, the Puget 
Sound Electric Railway increased the fare on its lines out- 
side the city to 2 cents per mile. 
movement for annexation of all territory to Milton, 6 mil re 
east; Puyallup, 9 miles southeast; Spanaway, 11 miles 
south, and Steilacoom, 11 miles southwest, in the hope of | 
obtaining low fares to these suburbs when made part of — 
Tacoma. The company has taken the matter into the 
Federal Court. i a 

/ eae 


This action started a =. 
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Policy Toward Employees in Boston.—William A. Ban- 
croft, president of the Boston (Mass.) Elevated Railway, 
made the following reference to the employees in the re- 
port of the company reviewed in the Exvecrric RAILwaAy 
JourNAL of Jan. 8, 1910, page 85: “The company has 


continued its liberal policy toward its employees in 
respect to their wages, as well as in other matters. 
Compensation for learners during the year amounted 
to $24,917.92. There was paid during the year the 


sum of $25,078.93 as a guaranteed minimum wage for 
new or extra men. There was also paid as increased com- 
pensation to long service men the sum of $71,346.40. There 
was paid in pensions, under the provisions recited in former 
reports, the sum of $12,225.92. There was also paid in 
‘satisfactory service’ money, in sums of $15, $20 or $25 to 
each of the employees deemed worthy thereof, the sum of 
$53,815. The aggregate sum of increased payments to 
employees, under the provisions adopted six years ago, 
amcunted during the year to $187,384.17. The provisions 
of two years ago raising the rate of wages increased this 
amount by about $130,359.36, making a total of about 
$317,743.53.” 


New Transfers in Worcester.—The Worcester (Mass.) 
Consolidated Street Railway has modified its transfer system 
by printing the date of issue and the time in larger char- 
acters so as to enable conductors to see readily if the trans- 
fer is being properly used. The new transfers were placed 
in use on Jan. 1, 1910. H. C. Page, general manager of the 
company, in a statement which he issued regarding the new 
transfers said: “The new transfer rule is not intended to de- 
prive the people of any of the rights.that they have previ- 
ously enjoyed. Stated simply, the aim of this new transfer 
is to stop persons from obtaining a transfer on a transfer, 
and from using a transfer that is several days old. The 
transfer places absolutely no hardship on the traveler. He 
can go just exactly as far as he could on the old transfer, 
and we are just as willing to give it. We issued in No- 
vember, 1909, 81,873 more transfers than we did in No- 
vember, 1908. This is double the increase in passengers 
carried and shows that the transfers were used improperly. 
The conductors have been instructed to use discretion in the 
matter at all times. If a man forgets to ask for a transfer 
and he looks respectable, of course we will not deny him a 
transfer, and especially so until the people get used to the 
new method. The conductors have all been instructed to 
explain the matter to the patrons in case they fail to under- 
stand.” 


Bulletins to Portland (Ore.) Employees.—J. F. Roach, 
chief dispatcher of the Oregon Water Power Division of the 
Portland Railway, Light & Power Company, Portland, Ore., 
posts daily on the bulletin board of the company notices 
in which various subjects concerning the operation of in- 
terurban cars and the attitude of the employees of the com- 
pany toward the traveling public are considered. The result 
has been satisfactory in increasing the efficiency and en- 
thusiasm of the men. The following notice, dated Dec. 18, 
1909, is reproduced as typical of the statements: “We some- 
times hear the expression, ‘Anyone can run a car,’ and in a 
sense this may be true. Experience, however, teaches us 
that this phrase is not well founded. It is not every man 
who can operate a car and be able to say at the end of the 
day’s work that the car is in as good condition as when it 
was taken from the shops, except for ordinary wear and 
tear. You may be sure that the man who does this has not 
imposed upon, or has not abused the apparatus on the car in 
order to maintain his schedule throughout the day. The man 
who makes the best and safest time is the one who handles 
the equipment as it was intended to be handled. Motors 
are constructed to give a certain efficiency... . In other 
words, the equipment will perform its work in proportion to 
the rate and manner in which it is used, the efficiency de- 
creasing as the abuse increases. You cannot give this mat- 
ter too much attention, and the subject is not as deep as is 
generally supposed. It is a plain, every-day matter, need- 

‘ing very little probing to get at the true inwardness of the 
thing. The use of the electric motor is coextensive with 
the growth of all cities, and it will fully repay any man to 
gain a full understanding of the ailments of motors, the 
consequences of their abuses, and how motors can be 

handled to the best advantage.” 
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Personal Mention 


Mr. J. C. Thirlwall has been promoted to foreman of the 
Fresh Pond inspection shop of the Brooklyn (N. Y.) Rapid 
Transit Company. 

Mr. G. E. Miller has resigned as superintendent of the 
railway department of the Chattanooga Railway & Light 
Company, Chattanooga, Tenn. 


Mr. John J. Skinner has resigned as superintendent of the 
St. Joseph Valley Traction Company, Elkhart, Ind., to 
enter the insurance business at Peru. 

Mr. D..L. Beaulieu has resigned as superintendent and 
purchasing agent of the Northampton Traction Company, 
Easton, Pa., to accept a position as commercial representa- 
tive of a company with offices in Boston. 


Mr. G. K. Jeffries, superintendent of the Brazil and Dan- 
ville lines of the Terre Haute, Indianapolis & Eastern Trac- 
tion Company, with offices in Greenfield, Ind., has been 
appointed general superintendent of the company. 


Mr. William McDaniel has accepted a position with the 
Covington & Southwestern Railway, Kingman, Ind., which 
is under construction. Mr. McDaniel was formerly gen- 
eral superintendent of the Chattanooga (Tenn.) Railway. 


Mr. B. B. Bell, passenger agent of the divisions of the 
Ohio Electric Railway from Columbus to Zanesville and 
Columbus to Morgans, has had his jurisdiction  in- 
creased by being made passenger and freight agent for these 
divisions. 

Mr. Bert Meredith has been appointed chief engineer of 
the power plant of the Mansfield Railway, Light & Power 
Company, Mansfield, Ohio, to succeed Mr. O. S. Newton, 
whose resignation was announced in the Etecrric RAILWAY 
JouRNAL of Jan. 8, 1910. 


Mr. W. S. Whitney, general passenger agent of the Ohio 
Electric Railway, with offices in Springfield, Ohio, has been 
appointed general freight agent of the company to succeed 
Mr. J. C. Forester, resigned. Mr. Whitney will retain the 
office of general passenger agent. 

Mr. Albert Koch, who has been ticket agent of the Ohio 
Electric Railway at Columbus, Ohio, for the last four years, 
has been appointed passenger and freight agent of the lines 
of the company between Dayton and Columbus, effective 
Jan. 10, 1910, with headquarters at Dayton. 

Mr. I. M. Burns has been appointed foreman of inspection 
of the elevated lines of the Brooklyn (N. Y.) Rapid Transit 
Company for the Eastern Division, succeeding Mr. E. Keller, 
whose appointment with the Westinghouse Electric & Man- 
ufacturing Company, Pittsburgh, Pa., was noted in the 
Evectric RAILWAY JourNAL of Jan. 8, r19T0. 

Mr. Charles E. Hubbard retired as secretary, general man- 
ager and purchasing agent of the Farmington Street Rail- 
way, Hartford, Conn., following the recent absorption of 
the company by the New York, New Haven & Hartford 
Railroad in the interest of the Connecticut Company. Mr. 
Hubbard has not announced his plans for the future. 


Mr. A. D. McDonald has resigned as secretary and auditor 
of the Pacific Electric Railway, Los Angeles, Cal., to be- 
come auditor of the Southern Pacific Railroad with offices 
in San Francisco, Cal. Before becoming connected with 
the Pacific Electric Railway Mr. McDonald was assistant to 
Mr. C. B. Seger, auditor of the Southern Pacific Rail- 
road, who resigned recently to accept a position in 
Chicago, IIl. 

Mr. M. J. Leary has been appointed general foreman in 
charge of maintenance of equipment of the New York State 
Railways, Rochester (N. Y.) Lines. Mr. Leary entered 
railway service with the Cleveland Electric Railway on 
July 23, 1894, in the Holmden Avenue shops, and re- 
mained with the company at that place until 1899, when he 
entered the operating department in the capacity of road- 
master. He continued with the Cleveland Electric Railway 
as roadmaster until 1905, when he was appointed foreman 
in the mechanical department. Early in 1908, Mr. Leary 
accepted a position with the mechanical department of the 
Rochester (N. Y.) Railway under Mr. Terrence Scullin, 
master mechanic. On account of changes in organization 
due to the resignation of Mr. Scullin on Dec. 15, 1900, Mr 
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Leary has been advanced to general foreman in charge of 
maintenance of equipment. 

Mr. G. M. Cameron has been appointed master mechanic 
of the New York State Railways, Rochester (N. Y.) Lines, 
to succeed Mr. Terrence Scullin, whose appointment as 
master mechanic of the Cleveland (Ohio) Railway was 
noted in the Exectrric RatLway JourNAL of Dec. 25, 1900. 
Mr. Cameron was graduated from the Ohio State Uni- 
versity of the class of 1904 with the degrees of mechanical 
and electrical engineer. Immediately after leaving college, 
he entered the service of the Jeffrey Manufacturing Com- 
pany, Columbus, Ohio, in the mine locomotive department, 
but resigned after a year’s service with that company to 
accept a position with the Electric Controller & Supply 
Company, Cleveland, Ohio. He continued with the latter 
company until the beginning of 1906 when he was appointed 
draughtsman as applied to power plant and equipment de- 
sign with the Cleveland Electric Railway. Early in 1908, Mr. 
Cameron became chief draughtsman and engineer of build- 
ings of the Rochester Railway, in which position he con- 
tinued until appointed master mechanic of the company. 


Mr. Frank W. Payne, whose appointment by Governor 
Marshall of Indiana to succeed Mr. Henry M. Dowling as a 
member of the Railroad Commission of Indiana, was noted 
in the Erecrric RAILWAY JoURNAL for Jan. 8, 1910, was born 
in Jeffersonville, Ind., on March 14, 1875, and was in the 
service of the Pittsburgh, Cincinnati, Chicago & St. Louis 
Railroad for 13 years preceding his appointment to the com- 
mission, eight years as a fireman and five years as a loco- 
motive engineer. Mr. Payne was appointed to the com- 
mission in accordances with a promise made by Governor 
Marshall during the campaign preceding his election that he 
would appoint a member of some railway brotherhood to 
the commission. He was endorsed by the Indiana lodge of 
the Brotherhood of Railway Trainmen, the Brotherhood of 
Locomotive Engineers, the Brotherhood of Locomotive 
Firemen and Enginemen and the general committee on ad- 
justment of the Brotherhood of Locomotive Engineers of 
the Pennsylvania Lines west of Pittsburgh. His appoint- 
ment completes the reorganization of the commission under 
the amended act of the Legislature. 


Mr. E. F. Schneider, whose appointment as general man- 
ager of the Cleveland, Southwestern & Columbus Railway, 
Cleveland, Ohio, to succeed Mr. C. N. Wilcoxon, was noted 
in the Evecrric Rawway JourNAL of Jan. I, 1910, has been 
interested in electric rail- 
way work for I5 years. 
His service with the Cleve- 
land, Southwestern & Co- 
lumbus Railway covers a 
period of 11 years, during 
to years of which he has, 
acted as secretary of the 
company and in various 
other capacities. Mr. 
Schneider’s business ex- 
perience also extends to 
commercial fields. He is 
well qualified by his inti- 
mate knowledge of the af- 
fairs of the Cleveland, 
Southwestern & Columbus 
Railway and the require- 
ments of the territory 
which the company serves 
for the position of general manager. The Cleveland, 
Southwestern & Columbus Railway comprises 220 miles of 
line over which 60 motor and 17 miscellaneous cars are 
operated. 


E. F. Schneider 


Mr. J. C. Forester, who resigned as general freight agent 
of the Ohio Electric Railway, Cincinnati, Ohio, on Dec. 31, 
1909, expects to engage in the manufacturing business in 
Cincinnati. Mr. Forester entered railroad work in 1877 
with the Port Huron & Lake Michigan Railroad, which has 
been succeeded by the Chicago’ & Grand Trunk Railroad, 
and in 1881 went with the Wabash Railroad at St. Louis. 
Subsequently he served with the Wisconsin Central Rail- 
road at Milwaukee and the Chicago, St. Paul, Minneapolis 
& Omaha Railroad at St. Paul. Returning to Milwaukee, 
Mr. Forester’ became chief clerk in the genera! freight office 
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of the Milwaukee & Northern Railroad. On Dec. 1, 1886, he 
was appointed general freight agent of the Milwaukee & 
Northern Railroad and on Dec. 1, 1880, was appointed com- 
mercial agent of the Missouri-Pacific Railway at Atchison, 
Kan. One year later he was transferred to Kansas City by 
the Missouri-Pacific Railway and five years later was trans- 
ferred to Cincinnati by the company, which he served for 18 
years in Atchison, Kansas City and Cincinnati. Mr. Forester 
retired from the Missouri-Pacific Railway on Feb. 29, 1908, 
and was almost immediately appointed to the position with 
the Ohio Electric Railway which he has just relinquished. 


Mr. Frederick H. Lincoln, who resigned as assistant 
general manager cf the Philadelphia Rapid Transit Com- 
pany last month, as announced in the ELectric RaILway 
TournAL for Dec. 25, 1909, has accepted the office of 
vice-president and general 
manager of the Pay- 
Within Car Company and 
will make his headquarters 
at the company’s Phila- 
delphia office. Mr. Lin- 
coln, as is well known, is 
one of the co-inventors of 
the pay-within car and is 
not only well suited for 
this reason to direct the 
affairs of that company 
but understands from his. 
Operating experience in 
Philadelphia the advant- 
ages of this form of pre- 
payment car. Mr. Lin- 
coln is a native of Boston,. 
Mass., where he was born 
on May 28, 1867. His first 
work was in the machine 
shop of the Walworth Manufacturing Company, but im 
1884 he entered the employ of the Thomson-Houston Elec- 
tric Company and from that period until March, 1891, he 
took an active part in the installation of many of the 
early electric lighting and railway systems on which that 
company was engaged. In 1891 he resigned from that 
company to become connected with the Toledo (Ohio) 
Consolidated Street Railway, with which he remained for 
about two years, when he entered the employ of the People’s 
Traction Company, Philadelphia, Pa., as an_ inspector. 
This company at that time was changing from horse 
to electric power and in 1894 Mr. Lincoln was given full 
charge of all the company’s power stations. At the time 
of the consolidation of all the surface roads in Philadel- 
phia in 1895 Mr. Lincoln was made superintendent of 
lines and cables, and in this capacity had entire charge 
of the re-designing and rebuilding of the company’s elec- 
trical distribution system. He was also superintendent 
of the Willow Grove Park, owned and operated by the 
Philadelphia Rapid Transit Company. In August, 1905, 
he was made assistant general manager of the company 
and as such has had particular charge of the Market Street 
elevated and subway division as well as of the maintenance 
cf equipment of the entire system. While the elevated and 
subway system was being planned, Mr. Lincoln was sent 
by the company on an extended trip to the principal 
cities of Europe to study elevated and subway systems. 
Mr. Lincoln has always taken an active part in the work 
of the American Street & Interurban Railway Engineering 
Association and at the convention held in Denver last 
fall was elected president of the organization. He is also. 
a member of the American Institute of Electrical Engineers. 


OBITUARY 


Henry L. Shippy, formerly treasurer, manager and direc- 
tor of the John A. Roebling’s Sons Company, New York, 
N. Y., is dead. Mr. Shippy had been connected with the 
Roebling Company for 35 years. ; 


G. Hilton Scribner, who was president of the Central” 


F. H. Lincoln 


+ 


bee _Mr. Scribner was president of the Street ‘Railway 
‘Association of the State of New York in 1886-87 and Sec- 
retary of State of New York State-in ‘1870-73. — hte a 


Park, North & East River Railroad, New York, N. Y., prior | 
‘0 its lease by the Metropolitan Street Railway in 1892, is 
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- Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 

An asterisk (*) indicates a project not 
reported. 


previously 


RECENT INCORPORATIONS 


St. Louis, Springfield & Peoria Railroad, Champaign, Ill— 
Incorporated at Springfield in the interests of the McKinley 
syndicate. Capital stock, $5,000,000. Incorporators: George 
M. Mattis, W. P. Carnahan, Charles Zilly, R. E. Bramble 
and Charles E. Cox, all of Champaign. 


*Chicago, Bloomington & Peoria Railway, Chicago, Ill— 
Incorporated for the purpose of building an electric railway 
from Chicago to Bloomington and Peoria, passing through 
the Counties of Cook, Du Page, Will, Kendall, Grundy, La 
Salle, Livingston, Woodford, Tazewell, McLean and Peoria. 
Principal office, Chicago. Capital stock, $25,000. Incor- 
porators and first board of directors: Jerome J. Danforth, 
Charles S. Sollars, Averne A. Hyde and Frank M. Capp, all 
of Chicago, and Virginius L. Garnett, Highland Park, Ill. 


*Motor Grand Traction Company, Belleville, Kan.— 
Chartered to build a railway, to be operated by gasoline or 
electricity, from Belleville via Concordia, Minneapolis, 
Salina, Canton and Newton to Wichita, a distance of 150 
miles. It will extend through Republic, Cloud, Ottawa, 
Salina, McPherson, Harvey and Sedgwick Counties. Capital 
stock, $1,0c0,000. Headquarters, Belleville. Incorporators: 
E. S. Alnutt, E. N. Van Hosen, G. L. Litel and Roy S. 
Johnson, Belleville, and W. L. Hope, Fairbury. 


*Fostoria, Napoleon & Defiance Railway, Columbus, 
Ohio.—Incorporated in Ohio with a capital stock of $100,000 
to build an electric railway through Seneca, Wood, Henry, 
Hancock and Defiance Counties. Incorporators: W. S. 
Reece, R. T. Betts, George Schrock, Charles Aten and 
Charles A. Bliss. 


*Renovo & Gleaston Street Railway, Harrisburg, Pa.— 
Incorporated at Harrisburg to construct an electric railway 
from Renovo to Gleaston, 5 miles. Office, Renovo. Capital 
stock, $30,000. Officers: R. V. Rogers, W:.B. Reilly, 
Renovo; J. H. Crissman, and T. W. Gleason. 


Greenville, Spartanburg & Anderson Railway, Columbia, 
S. C.—Incorporated with an initial capital of $300,000, to 
build an electric railway from Belton through Williamson, 
Pelzer and Piedmont to Greenville and thence to Spartan- 
burg, 30 miles. The total length of the line will be 65 miles. 
Incorporators: J. B. Duke, B. N. Duke, Ellison Smyth, W. J. 
Thackston, H. J. Haynesworth and Lewis W. Parker. [E. 
Reehe sec. /15;, 00.) 


FRANCHISES 


Coeur d’Alene, Idaho:—The Common Council has granted 
a franchise to J. H. Hall and Herman J. Rossi, representing 
the Spokane, Wallace & Interstate Railway, for an electric 
railway through Cceur d’Alene along Independence Avenue 
to Government Way; thence north to connect -with the 
Spokane International Railway into Spokane. [E. R. J., 
Jan. 30, ’o9.] 

Greenfield, Ind—Perry J. Freeman has applied to the 
Commissioners of Hancock County for a franchise for the 
Greenfield & Northern Railway, Greenfield, to construct an 
interurban railway from Greenfield north to Pendleton. 
FES RJ, Deer2s)’00.] 

Indianapolis, Ind.—The Capital Circuit Traction Company 
organized to connect the seven county seat towns and 
numerous intervening villages around Indianapolis by an in- 
terurban railway has asked for renewals of several of its 
franchises. [E. R. J., Dec. 18, ’o09.] 

*Sioux City, Ia—C. A. Magee has applied to the City 
Council for a franchise for an electric railway he proposes 
to build from Sioux City, to Parkston, S. D., via Sioux 
Falls, Freeman, Yankton, Centerville and Elk Point. An 
extension is also to be built from Freeman to Pierre. 

Boston, Mass.—The Railroad Commissioners have granted 
the petition of the Worcester & Northern Street Railway 
Company for an extension of 18 months in which to con- 
‘struct its proposed railway. 
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Springfield, Mo.—The County Court: has granted the 
Springfield Traction Company an extension of time until 
April 21 to complete the new line on Nichols Street. 


New York, N. Y.—The Public Service Commission of the 
First District on Jan. 8 adopted a resolution approving the 
franchise recently granted to the New York & Queens. 
County Railway by the Board of Estimate for the operation 
of its cars from Jackson Avenue, Long Island City, over 
the Queensboro Bridge. 


New York, N. Y.—Application has been made to the 
Board of Estimate by the Manhattan Bridge Three-Cent 
Line for a franchise to operate a street railway from Flat- 
bush Avenue and Fourth Avenue, Brooklyn, over the Man- 
hattan Bridge to Desbrosses Street and West Street, Man- 
hattans [E.-R:\J:; Jan. 8,°’10.] 


*Lexington, N. C.—S. E. Williams and J. E. Foy are re- 
ported to have applied to the Board of Aldermen for an 
electric’ railway franchise. 


Portage, Pa.—The City Council has granted to the Johns- 
town & Gallitzin Railway, Johnstown, a six months’ exten- 
sion of its franchise until July 1 in which to begin work on 
its proposed street railway through Portage. [E. R. J., 
Dec. 25, ’09.] 

Towanda, Pa.—George R. Hill has asked the City Council 
for an extension of time of from 60 to 90 days on the fran- 
chise granted the Bradford County Traction Company in 
which to begin work on its line. [E. R. J., April 10, ’o9.] 

Wheeling, W. Va—The County Commissioners have 
passed an ordinance granting a franchise to the Rapid 
Transit Railway to construct an electric railway through 
Ohio County. [E. R. J., Dec. 25, ’oo.] 


TRACK AND ROADWAY 


*Fort Smith, Van Buren & Interurban Light & Traction. 
Company, Van Buren, Ark.—This company has been or- 
ganized for the purpose of building a line through Craw- 
ford, Franklin, Johnson, Madison, Boone and Searcy Coun- 
ties. T. A. Bailey, engineer, is said to have made a pre- 
liminary survey through Crawford County, and rights of 
way have been secured from Van Buren to Mulberry, Ark. 
Capital stock, $10,000. Officers: W. F. Keller, president; 
L. W. Burgett, vice-president; T. A. Bayley, secretary; 
S. A. Pernot, treasurer, and S. R. Chew, attorney. 


Chicago, Aurora & De Kalb Railroad, Aurora, Ill.— 
This company expects to electrify 30 miles of track and 
for this purpose will purchase cross ties, rail braces, 
tie plates, electrically driven gravel loaders. W. C. Cram, 
Jr., general manager. 


Union Consolidated Elevated Railway, Chicago, Ill.—A 
work order has been passed by the board of managers of 
this company authorizing the renewal of rails and ties om 
this 2-mile, double-track structure in the heart of the busi- 
ness district of Chicago. It is stated that the 30-ft. rails 
will be replaced by rails 60 ft. long. Some form of con- 
tinuous joint also will be used for the same purpose. 


Springfield & Jacksonville Electric Railway, Springfield, 
Ill.—This company has awarded a contract to the J. H. 
McFarland Company for the construction of its proposed 
railway between Springfield and Jacksonville, 33 miles. 
Work on the railway will commence as soon as the weather 
will permit. John Melick, chief engineer. [E. R. J., Jan. 
i710] 

*Brookston, Ind.—Surveyors are locating a route for an 
interurban railway from Battle Ground to Reynolds by way 
of Brookston, a distance of 24 miles, in the interest, it is 
said, of the Ft. Wayne & Wabash Valley Traction Com- 
pany, which operates to Battle Ground. 


Fort Wayne & Toledo Electric Railway, Harlan, Ind.— 
This company announces that grading has begun on its 55- 
mile railway between Fort Wayne and Harlan, Ind., Hicks- 
ville, Farmer Bryan, Toledo and Montpelier, Ohio. Pre- 
liminary capital stock, $200,000. Bonds authorized, $18,000 
per mile. Franchises from the various municipalities are 
being obtained as fast as possible. R. T. Bastress, Harlan, 
general manager. [E. R. J., Sept. 25, ’00.] 

Cincinnati, Madison & Western Traction Company, 


Indianapolis, Ind.—J. E. Greenley, president, says that work 
on the line to connect Scottsburg and Madison will be be- 
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gun on April 1, 1910. Subsidies of more than $100,000 have 
been voted and the preliminary survey has been made. [E. 
R. J., Nov. 20, ’o9.] 

Vincennes (Ind.) Electric Railway.—This company ad- 
vises that work will probably be started next spring on the 
projected 14-mile gasoline motor railway which is to con- 
nect Vincennes, Ind., Lawrenceville and Bridgeport, Tih 
Officers: R. V. Stinson, Mt. Vernon, president; J. D. Mad- 
ding, Bridgeport, Ill, vice-president; J. D. Lacroix, Vin- 
cennes, secretary; Charles Breen, Lawrenceville, Ill. [E. 
Roe) aece I1s,100;| 

Lawrence Railway & Light Company, Lawrence, Kan.— 
This company has recently placed in operation a section of 
its street railway in Lawrence. The entire line will be 9 
miles in length, and will be partly single and partly double 
track. About one-half mile of track still remains to be 
completed. Track consists of 70-Ib. T-rails and is laid with 
6-in, x 8-in. x 8 ft. No. 1 white-oak ties at 2 ft. centers. 
The overhead installation consists of No. oo trolley wire 
and No. oooo feeders. All construction work was carried 
out by the Dwyer Construction Company, Lawrence. A 
reinforced concrete car house has been built to accommo- 
date the company’s rolling stock which is made up of 7 
open cars and 12 closed single-truck cars. Power to operate 
the line is secured from the local power plant which is 
owned by the company. Headquarters, Lawrence. Albert 
Emanuel, Dayton, Ohio, president. [E. R. J., April 17, ’09.] 

Central Kansas Interurban Railway, Salina, Kan.—C. B. 
Kirtland writes that this company expects to begin work 
during the spring on its projected railway which will con- 
nect Newton, Canton, Roxbury, Gypsum City, Abilene and 
Salina. Gasoline motor cars will be operated. The com- 
pany has not yet been incorporated. Stock, authorized, 
$1,500,000. Officers: John C. Nicholson, Newton, presi- 
dent; J. C. Bruner, Abilene, secretary; C. B. Kirtland, 
Salina; O. Mooreshead, Newton, chief engineer. [E. R. J., 
Janter Tost 

*Little Falls, Minn.—Henry Diebel, Long Prairie, is 
promoting an electric railway from Little Falls to Alex- 
andria by way of Long Prairie. 

Nebraska Traction & Power Company, Omaha, Neb.— 
During 1910 this company expects to build 3 miles of new 
track. William D. Crist, general manager. 

Easton & Washington Traction Company, Washington, 
N. J.—This company is said to have announced that ar- 
rangements are being made to continue its line from Port 
Murray, the present terminus, to Hackettstown, and thence 
to Lake Hopatcong, where it will connect with the Morris 
County Traction Company. 

Manhattan Bridge Three-Cent Line, New York, N. Y.— 
This company has filed an application with the Public 
Service Commission for a certificate of convenience and 
necessity for the construction and operation of a street rail- 
way from Flatbush Avenue and Fourth Avenue, Brooklyn, 
through the Flatbush Avenue extension, over the Manhat- 
tan Bridge and through Canal Street to the Hudson River. 
John C. Brackenridge, vice-president. [E. R. J., Jan, 8, ’10.] 


Hendersonville Light & Power Company, Hendersonville, 
N. C.—C. H. Broward writes that work will be started in the 
spring on its 4%-mile street railway. Contracts are not yet 
awarded. Capital stock, authorized, $125,000. Bonds, $100,- 
ooo. Officers: R. M. Oates, Hendersonville, N. C., president; 
M. D. Peder, secretary; C. H. Broward, superintendent. [E. 
Key Oct: 23," 00c} 

Grand Forks (N. D.) Street Railway.—During to10 this 
company will construct 3 miles of new track. T. D. Camp- 
bell, general manager. 

*Fostoria, Napoleon & Defiance Railway, Toledo, Ohio.— 
Charles A. Bliss and R. T. Betts, Toledo, two of the incor- 
porators of the company, state that McKeen gasoline motor 
cars will be used on the line, instead of electric cars.. The 
right-of-way is now being secured. The company has just 
been incorporated to build a line through Seneca. Wood 
Henry, Hancock and Defiance Counties. 


Muskingum & Morgan Railway, Light & Power Compan 
Zanesville, Ohio.—W. H. Pierpont writes that this PTE 
will begin construction work in the carly spring on the line 
between Zanesville and Duncan F-"'s. A power slat 


¥, 
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will be erected at Duncan Falls. Capital stock, author- 
ized, $10,000. Officers: A. W. McDonald, Pittsburgh, lef 
president; John J. Adams, Columbus, vice-president; W. H. 
Pierpont, Zanesville, secretary; R. C. Burton, treasurer; F. 
C. Connas, chief engineer. [E. R. J., July 17, 09. | 

Erie, Cambridge, Union & Corry Railway, Erie, Pa.— 
This company has filed for record at Erie a mortgage in 
favor of the Carnegie Trust Company, New York, to secure 
an issue of $1,000,000 in bonds. The proceeds are to be 
used for completing the electric railway which is to connect 
Erie, Union City, Cambridge Springs, Corry and Titusville. 

*Franklin, Pa.—Emory C. Read is said to be preparing to 
begin work securing rights-of-way for a route for the pro- 
posed railway between Franklin and Ellwood Cityianenk 
committee, consisting of C. E. Smith, Dr. S. G. Foster, P. D. 
Murphy and G. B. Woodburn, has charge of all preliminary 
matters in connection with the new line. 

Philadelphia & Suburban Elevated Railroad, Philadelphia, 
Pa.—The State Charter Board will give a hearing on March 
1 on the application of this company for a charter for a 
line partly elevated and partly underground, including a 
subway on Broad Street. S. S. Neff, president. [E. R. J. 
Dec. 4, ’09.] 

Franklin & Towamensing Street Railway, Slatington, Pa. 
—A. P. Berlin, writes that this company will begin con- 
struction work in the spring on the line to connect Slating- 
ton, Palmerton, Bowmans, Parryville, Weissport, Lehighton 
and Mauch Chunk, Pa., 10 miles. Officers: A. P. Berlin, 
Slatington, Pa., president; H. T. Craig, Lehigh Gap, Pa., 
secretary; John T. Semmel, treasurer. [E. R. J., April 
25, 08.] 

Waynesburg & Blacksville Street Railway, Waynesburg, 
Pa.—This company is said to have awarded a contract to 
W. A. Martin for the construction of that section of its 
street railway between Blacksville and Morgantown. The 
contract for the Mannington-Blacksville division has also 
been let. A power station will be erected at Blacksville. 
The main line will extend from the Pennsylvania-West 
Virginia State boundary to Waynesburg, 14 miles. The 
extensions to be built will total 50 miles. J. L. Johnson. 
[EL RSI Nove6;.00.] 

*Regina, Sask.—J. D. McArthur, in conjunction with the 


Western Trust Company, Winnipeg, Man., is said to be 
considering the construction of a street railway in Regina. 


Corpus Christi & Interurban Railway, Corpus Christi, 
Tex.—An official writes that this company has nearly com- 
pleted its street railway in Corpus Christi and will place it 
in operation wnthin the next few weeks. It will be a belt 
line with a loop in the business section of the city and will 
be 5 1/3 miles long. Five miles of track has been laid and 
the rest is now being graded. The company is using a 60- 
Ib. T-rail and is installing span type of overhead construc- 
tion, with No. 00 grooved wire. About one-half of the 
overhead work has been completed. There will be only 
two grades of about 4 per cent each. All, construction work 
is being done by the company. Power will be rented from 
the People’s Light Company. V. S. Heinly, Corpus Christi, 
secretary and treasurer. [E. R. J., Dec. 4, ’09.] 


*Galveston, Tex.—C. L. Hoges, Chicago, and L. Lv Me- 
Sweeney, New York, are reported to have announced that 
they are in charge of the preliminary work of a projected 


clectric railroad connecting the larger cities of Texas be- 


hind which is a syndicate representing $26,000,000 capital. 
They state that surveys providing for lines connecting Fort 
Worth and San Antonio, 250 miles; San Antonio and Hous- 


ton, 270 miles, and Houston and Dallas, 275 miles, have been Y 
made and construction will begin within 90 days on the 


Fort Worth and San Antonio line. 


Galveston-Houston Electric Railway, Galveston, Tex 
This company has filed for record a mortgage for $5,000,000 
Boston, Mass., as_ 


in favor of the City Trust Company, 
trustee, to secure an issue of bonds. O 
000 will be issued to cover the cost 
the interurban railway between Galveston and Houston in 
accordance with the authority of the Railroad Commiss: on 
i Texas. [E. Ro J, Jan. a, ’10.] 7 
*Greenville, Tex.—Mayor Frank Nichols is said to b 
mic Heac oF a plan to organize a company for the const 


» 


Of this amount $3,000, 


of the construction of 


*oby epee 


= 


ae bo “ae ot re meee 


eo =< 


ee 


JANUARY 15, IQIO.] 


tion of an interurban railway from Greenville to Wolfe 
City. Extensions are also projected from Greenville to 
Plano and from Wolfe City to Clarksville. 

Mt. Adams Electric Railroad, White-Salmon, Wash.—H. 
S. Hall, chief engineer, writes that this company expects 
to begin construction about May 1, 1910, on the proposed 
60-mile line between White-Salmon and Glenwood, Wash. 
The company has not yet been incorporated. It is pro- 
posed to build a power plant on the White-Salmon River. 
Capital stock, authorized, $1,000,000. C. L. Colburn, White- 
Salmon, Wash., secretary. [E. R. J., Dec. 18, ’o9.] 

Bay Shore Street Railway, Green Bay, Wis.—This com- 
pany has almost completed its street railway which is to 
connect Green Bay, Preble, Bay Beach, Bay View Beach 
and Harbor View, a distance of 2 miles. It is stated that 
this company is affiliated with the Green Bay (Wis.) Trac- 
tion Company which operates a line from Duck Creek to 
Green Bay. Four cars will be operated over the new line. 
Power will be rented from the Green Bay Traction Com- 
pany. Capital stock, authorized, $30,000. Issued, $10,000. 
Officers: F. E. Murphy, president; W. B. Allen, vice-presi- 
dent; A. C. Neville, secretary; F. A. Rahr, treasurer and 
general manager; J. M. Carl, superintendent, all of Green 
Bayes [Es Re J July 3, ’09.] 


‘SHOPS AND BUILDINGS 

Edmonton Radial Railway, Edmonton, Alta—This com- 
pany will erect a new fireprocf car house in Edmonton to be 
250 ft. x 80 ft. The structure will accommodate 50 cars, and 
will contain six tracks. A machine shop and offices will 
also be provided for in the building. 

Dayton & Troy Electric Railway, Dayton, Ohio.—This 
company will erect a steel and brick office building at 
Tippecanoe City, 40 ft. x 100 ft. and two stories high. Steel 
has already been received. C. M. Paxton, general manager. 

Pittsburgh & Allegheny Valley Railway, Leechburg, Pa.— 
The car house of this company located in Leechburg was 
destroyed by fire on Jan. 1. The loss is said to be $30,000. 
No cars were burned. 

Philadelphia (Pa.) Rapid Transit Company.—This com- 
pany expects to erect a station at Front Street, Water 
Street and Market Street, to cost $30,000. A similar station 
will be built in the vicinity of Twelfth Street and Filbert 
Street. 

Pittsburgh & Butler Street Railway, Pittsburgh, Pa.—It is 
announced that contracts will be awarded by this company 
within the next few days for the erection of a freight depot. 


POWER HOUSES AND SUBSTATIONS 

Colorado Railway, Light & Power Company, Trinidad, 
Col.—This company expects to build during 1910 an exten- 
sion to its power house and will purchase turbo-generators 
and steam-generating equipment. H. N. Siegfried, general 
manager. 

New Orleans Railway & Light Company, New Orleans, 
La.—This company has awarded a contract to the Jefferson 
Construction Company, Perrin Building, New Orleans, for 
the erection of a substation and emergency house, 154 ft. 
8 in. x 53 ft. 8 in. The substation is to be of fireproof con- 
struction and the emergency house of mill construction. 

Boston (Mass.) Elevated Railway.—The auxiliary power 
plant of this company, located on Harrison Avenue, Boston, 
was destroyed by fire on Jan. 3. The building was of brick 
construction and two stories high. The loss is said to have 
heen about $50,000. 

Nebraska Traction & Power Company, Omaha, Neb.— 
This company is considering the purchase of a rotary con- 
verter. W. D. Crist, general manager. 

New York & North Shore Traction Company, Roslyn, 
N. Y.—This company has filed plans for a power plant to 

be located on Albany Creek north of Broadway, Douglaston. 
The building will be 105 ft. x 79 ft. and one story high, and 
will cost about $90,c0o. This plant will furnish power for 
the line from Manhasset to Whitestone. C. H. Clark, 
Roslyn, chief engineer. [E. R. J., Oct. 9, ’09.] 

Grand Forks (N. D.) Street Railway.—This company ex- 
pects to purchase second-hand power-plant equipment com- 

plete with a capacity of 200 kw to 300 kw. Thos. D. Camp- 
bell, general manager. 
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Manufactures & Supplies 


ROLLING STOCK 


Denver (Colo.) City Tramway will have 35 new cars built 
during rgIo. 

Public Service Railway, Newark, N. J., has ordered 100 
pay-as-you-enter cars from the Cincinnati Car Company. 

Michigan United Railways, Lansing, Mich., is in the mar- 
ket for from 15 to 20 pay-as-you-enter cars for city service. 

Power, Transit & Light Company, Bakersfield, Cal., ex- 
pects to place an order within the next two weeks for some 
new cars. 

Petaluma & Santa Rosa Railway, Petaluma, Cal., expects 
to order 12 to 20 M. C. B. trucks for 30-ton freight cars 
within the next two months. 

Missoula (Mont.) Street Railway has placed an order witH 
the American Car Company fer three closed vestibule cars 
to be equipped with Brill No. 39-E trucks. 

Charleston Consolidated Railway, Gas & Electric Com- 
pany, Charleston, S. C., contemplates purchasing some 
GE-57 and 67 motors and Brill single and double trucks 
during 1910. 

New York & North Shore Traction Company, Mineola, 
N. Y., has placed an order with the Westinghouse Electric 
& Manufacturing Company for four 40-hp four-motor equip- 
ments, including control and wiring. 

Hudson & Manhattan Railroad, New York, N. Y., men- 
tioned in the Erecrric RarLway JouRNAL of Dec. 11, 1910, 
as being in the market for 30 all-steel passenger cars for 
tunnel service, has placed an order with the American Car 
& Foundry Company for 50 cars of this type. 

Oregon Electric Railway, Portland, Ore., mentioned in 
the ExLrectric RAtLwAy JoURNAL of Dec. 4, I909, as con- 
templating the purchase of some cars, has placed an order 
with the Niles Car & Manufacturing Company, through 
W. S. Barstow & Company, New York, N. Y., for two ob- 
servation trail cars. The remaining cars to be bought will 
be ordered within the next few weeks. 

Third Avenue Railroad, New York, N. Y., which recently 
ordered 100 pay-as-you-enter cars from The J. G. Brill Com- 
pany, has divided the order for two-motor equipments for 
these cars between the Westinghouse Electric & Manufac- 
turing Company and the General Electric Company, each 
company obtaining 50, including the wiring and control, 
but not the brakes. These motors will be 70 hp each. 


TRADE NOTES 


Northern Engineering Works, Detroit, Mich., have pur- 
chased land adjoining their works on which to extend their 
crane plant. ‘ 

F. H. Niles Car Company, Chicago, IIl., has increased its 
capital stock from $50,c00 to $500,000 and changed its name 
to the Blue Island Rolling Mill & Car Company. 

Jones Change Register Company, New York, N. Y., has 
the Jones duplex check gate in operation at both ends of 
a car of the Ocean Electric Railway, Far Rockaway, N. Y. 

Carborundum Company, Niagara Falls, N. Y., will open 
an office in New York City at 26 West Broadway about the 
middle of January, to carry a full line of the company’s 
products. 

Stone & Webster, Boston, Mass., announce that the New 
York office of the company will soon be located in the Han- 
over National Bank Building on Nassau Street, where a 
suite of offices is being fitted up. 

W. H. Zimmerman, First National Bank Building, Chi- 
cago, Ill., announces the incorporation of the W. H. Zim- 
merman Company to do general engineering, with offices in 
Chicago and a branch in Lansing, Mich. 

Paul J. MacCutcheon has resigned as manager of the New 
York office of the M. B. Foster Electric Company, electrical 
engineers and contractors of New York and Boston. Mr. 
MacCutcheon has not yet announced his plans for the 
future. 

Bruce Macbeth Engineering Company, Cleveland, Ohio, 
has opened a branch office at 1020 Drexel Building, Phila- 
delphia, Pa.. in charge cf M. E. Jackson. The company 
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builds gas engines in units up to 300 hp, and has equipped 
more than 500 plants. 

George T. Steele has been appointed receiver of the 
Indiana Engineering Company, Indianapolis, Ind., on ap- 
plication of George Stewart, who alleges the company 1S 
insolvent. .H. T. Wilkerson is president of the company, 
and H. E. Gaddis, secretary. 

Allis-Chalmers Company, Milwaukee, Wis., has received 
an order from the Southwest Missouri Railroad, Webb City, 
Mo., for four two-motor, double-end car equipments and 
two four-motor, double-end equipments, including con- 
trollers. The motors are of a new interpole type. 

Kinsman Block System Company, New York, N. Y., re- 
ports that throughout the heavy blizzard of Christmas week 
its block signal installation for the Public Service Railway 
gave perfect service. This installation was described in the 
Etectric RAILwAy JouRNAL of Dec. 18, 1909, pages 1239 and 
1240. 

Idealo Company, Philadelphia, Pa., has recently placed on 
the market a new preparation called Idealo car cleaner, 
which, it is claimed, contains no alkali, acid, grit or water, 
but is a perfect and lasting emulsion. It is said to produce 
a fine finish and luster on the varnish and a small quantity 
will cover a large surface. 

John Watts, of the Canadian General Electric Company, 
Toronto, Ont., had charge of the rehabilitation of the elec- 
trical equipment of the Lac Du Bonnet water-power plant of 
ths Winnipeg (Man.) Electric Railway after the recent acci- 
dent, and not G. W. Watts, as stated in the Etecrric Rait- 
wAy JouRNAL of Dec. 25, 1900, page 1275. 


O. M. Edwards Company, Syracuse, N. Y., received an 
order for its window fixtures 13-ODr for use on the 50 new 
cars ordered from The J. G. Brill Company by the Chicago 
City Railway and the 33 cars being built by the Cincinnati 
Car Company for the Louisville Railway. Window design, 
7-D1, and Edwards trap doors will be used on 30 suburban 
steel cars now under construction at the plant of the Pull- 
man Car Company for use by the Pennsylvania Railroad. 


Watson-Stillman Company, New York, N. Y., has made 
several additions to its sales department to handle the in- 
creasing business in hydraulic tools and turbine pumps. 
Edwin Stillman has entered the sales department, and is 
assisting in taking care of customers in New York State, 
while all southern railroad business is now in charge of 
Frank C. Clark. The company’s representative in the 
Orient is F. W. Horn, the well-known machinery im- 
porter of Yokohama, Japan. 


Ackley Brake Company, New York, N. Y., announces the 
appointment of John C. Raymond as secretary and manager 
of the New York office in the Hudson Terminal Building. 
Mr. Raymond was for some years connected with H. A. 
Clark, of Middletown, Pa., who was at that time acting as 
eastern agent for the National Brake Company. Later he 
was in charge of the order department of the Middletown 
Car Works at Middletown, Pa., and for the past year he has 
represented the National Brake Company in the West and 
in Mexico. 


Brill & Gardner, Chicago, IIl., is a new partnership be- 
tween George M. Brill and Horace C. Gardner for the con- 
tinuation of the engineering and architectural practice con- 
ducted in the past by Mr. Brill. Mr. Brill has been engaged 
in constructive engineering work for many years, and for 
12 years has specialized in the design of complete manufac- 
turing and power plants. Through his position as manager 
of the construction and mechanical departments of Swift & 
Company Mr. Gardner has had active experience in the wide 
range of construction and engineering matters for 20 years, 
including all that pertains to packing-houses, industrial 
plants, cold storage, ice-making and refrigeration and the 
building and maintenance of railway equipment. The offices 
of Brill & Gardner will be located at 1134 Marquette Build- 
ing, Chicago, Ill. 

National Brake Company, Buffalo, N. Y., announces that 
it has made certain changes in its organization due to the 
arrangement made with G. S. Ackley, the former president 
ef this company, as mentioned in the Execrric Raitway 
JournAL of Jan. 8. While Mr. Ackley will sell the Ack- 
Jey adjustable and Peacock brakes in. foreign coun- 
tries through his own company, the National Brake 
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Company will still own and retain for itself all the 

patents on these in the United States, Canada, Mexico: 
and the Hawaiian Islands. The officers of the National 

Brake Company as now organized are as follows: President 

and manager, Frank D. Miller; vice-president, E. By Stoners: 
second vice-president, B. W. Lewis; treasurer, O. S. Mills; 

secretary, W. D. Brewster. The only change in the per- 
sonnel is the return of O. S. Mills to the office of treasurer, 

which position he held with the National Brake Company” 
at the time of its organization. The National Brake Com- 
pany states that the new arrangements will enable it to. 
give better and closer attention to the requirements of its 

customers in this country, and that the little change there 
has been in the personnel of the company will in no way 

affect its general policy. Mr. Miller, who is well known in ~ 
the street railway field, will assume active management of 
the company and will see to it that the company’s custom- 

ers receive the same consideration and courteous treatment 
as in the past. 


ADVERTISING LITERATURE 


Frank Ridlon Company, Boston, Mass., has issued its 
January list of second-hand electrical machinery. 


Poole Brothers, Chicago, Ill., printers of railway tickets 
and timetables, are sending out a large wall calendar for 
IQI0. 

Vulcan Steam Shovel Company, Toledo, Ohio, is dis- 
tributing a 1910 calendar calling attention to Vulcan power 
shovels. : 


Albert & J. M. Anderson Manufacturing Company, Bos- 
ton, Mass., is distributing two folders describing improved 
porcelain strain insulators and Anderson trolley wire ears. 


H. B. Underwood & Company, Philadelphia, Pa., is dis- 
tributing large calendars for 1910 on which are advertised 
the company’s line of portable tools for railway repair 
shops. 

Allgemeine Elektricitats-Gesellschaft, Berlin, Germany, 
has issued three publications in German as follows: Flaming 
arc lamps; single and polyphase turbo-generators, and tur- 
bine-driven power-plant auxiliaries. 


Hurley Track-Laying Machine Company, Chicago, IIl., 
is distributing a folder which refers to a record-breaking 
performance of one of its track-laying machines on the 
Manistee & North-Eastern Railroad. 


Lord Electric Company, New York, N. Y., has prepared 
advertising leaflets descriptive of Heany arc lamps, M. V. G. 
cell lightning arresters for a.c. circuits, the Bradshaw car 
skid and also of two Westinghouse air compressors which 
it has for sale. 


Engineering Department of the National Electric Lamp 
Association, Cleveland, Ohio, has issued Bulletins Nos. 6 F 
and 6 G, in which are described and illustrated, respectively, 
the tungsten 250-watt multiple lamp for 100-125 volts and 
the tungsten street series lamps. Bulletin No. 6 G supersedes 
Bulletin No. 6 A. ' 


Brown Hoisting Machinery Company, Cleveland, Ohio, — 
has published a handsomely illustrated catalogue describing 
the application and manifold uses of Ferroinclave, a corru-_ 
gated sheet-steel reinforcement for concrete roofs, floors, 
walls, bridges, tanks and other structures. i 

ye 
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Trussed Concrete Steel Company, Detroit, Mich. has 
printed in pamphlet form a report of a fire, load and wate oy 
test made upon reinforced concrete floor arches at the Cos 2 
lumbia University fire testing station, New York, N. Y., 
by Prof. Ira H. Woolson in co-operation with the City 
Building Bureaus. The Detroit company’s “Rib Metal” and 
“Hy-Rib” were used as reinforcement in these experi- 
ments and developed a high carrying capacity. — 


Western Electric Company, New York, N. Y., has issued 
Bulletin No. 1105 in which is described in detail the co 
panys intercommunicating telephone systems. The 
tn contains 40 pages of descriptive matter, showing | d 
ferent combinations of systems in which the new W. ster 
Electric metal intercommunicating telephones may 
ft also contains the wiring diagrams necessary f 
stallations of these systems. This company ha 
two folders describing the application of th 
for telephone train dispatching and the 1 
in railway terminals. na date 1 7 
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THE J. G. BRILL COMPANY 
Philadelphia 


WASON MANUFACTURING COMPANY 
Springfield, Mass. The Brill No. 39-E. Center-Bearing Single-Motor Truck 


JOHN STEPHENSON COMPANY 
Flizabeth, N. J. 
O date 1412 Brill No. 39-E trucks have been sold—all 
G. €. KUHLMAN CAR COMPANY 


Cleveland, Ohio within a period of fifteen months. We doubt if any other 


AMERICAN CAR COMPANY type of truck has an equal record for rapid adoption by electric 


St. Louis, Mo. railways. But an analysis of the situation shows the reason. 
DANVILLE CAR COMPANY In the first place the No. 39-E is just a little bit better in design 
Danville, Il. than any single-motor truck previously placed on the market. 
COMPAGNIE J. G. BRILL Its reversed position under the car body to reduce platform 
Paris, France overhang is one point of advantage. The arrangement of the 


equalized brake rigging with a center pull lever is another 
of the many advantages of the design. But undoubtedly 
one of the principal factors in the success of the No. 39-E is the 
opportunity it offers for a saving in initial cost, operating and 
maintenance expenses, because with a single 65-h.p. motor 
the No. 39-E will give service for city lines equivalent to that 


of a two-motor truck. There is saving in the cost of the 


London: equipment to start with; there is less weight to carry around 
110 Cannon Street, E. C. on 
Cable: ‘‘Axles” London and only two motors per car to take care of. The proposition 


can be reduced to figures to show the actual saving for any 


given number of cars. 
THE J. G. BRILL COMPANY 


PHILADELPHIA, - - - - PENNA. 


72 ELECTRIC RAILWAY . JOURNAL. 


FOUR SIZES: 
CP=27 15 cu. ft. capacity 


CP-28 25 “ ti 
CP=30 35 sé 6é 6% ge 
CP-26 100 * “ y 
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G. E. Air Compressors | 


(MOTOR DRIVEN) tT feet 


Maximum reliability and minimum operating expense and ~ 
cost of maintenance are assured by these exclusive features 
of G. E. Air Compressors: ? 


Sparkless Commutation due 
to use of four salient poles 
instead of two active and 
two consequent poles, and 
the use of Laminated Pole 
Pieces. 


Complete Protection of 
Equal to G. E. Rail= Armature Winding by can- 
way Motors G. E. Air vas hoods and malleable 
Compressors are of iron armature heads. 

the same high qual- ————— ry 
ity, in both design Mica Insulated Brush Hold= 
and construction, as ers with extra long creeping : 
the world-famous G. surfaces and convenient ad- ff 
E. Railway. Motors. justment for wear of com-_ 
mutator. a 


Motor Protected from Oil 
by large deflectors on the 
armature shaft. 


Bulletin 4699, describing G. E. Air Com- 
pressors.in detail, will be sent upon request. 


General Electric Company 


Largest Manufacturer of Electrical Apparatus in the World. 
Principal Office: Schenectady, N. Y. 


Sales Offices in the Following Cities: 


Atlanta, Ga. Charlotte, N. C. Duluth, Minn. 

Baltimore, Md. Chicago, Ill. Indianapolis, Ind. nex yaigans i Portland, 
Boston, Mass. Cincinnati, O. Kansas City, Mo. Philadelphi Pa, 
Buffalo, N. Y. Cleveland, O. Los Angeles, Cal, yracu P N 2 

Butte, Mont. Columbus, oO. Minneapolis, Minn. Pittsh Seo P; 

Charleston, W. Va. Denver, Colo. Nashviile, Tenn, Wi 


New Haven, Conn. Richmond, Va. 
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